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THE TRAFFIC WORLD 


Isthmian Steamship Lines 


General Offices: 50 Trinity Place, NEW YORK CITY 


Branch Offices: 


Herald Building, SYRACUSE, N. Y. Commerce Bidg., ROCHESTER, N. Y. Rockefeller Bldg., CLEVELAND, 0, 
Union Trust Bidg., CINCINNATI, OHIO Marine Trust Bidg., BUFFALO, N. Y. 


DIRECT STEAMER SERVICE 


From New York, Philadelphia, Boston, Baltimore, New Orleans, Galveston, Mobile 
and Pacific Coast Ports 
To India, China, Japan, Philippines, Dutch East Indies, Straits Settlements, 
Brazil, River Plate, Chile, Peru, Mediterranean, Levant, 
U. K. and Continental Ports 


Also INTERCOASTAL SERVICE 
New York, Baltimore, Portland, Norfolk, and other Atlantic and Gulf Ports, to 
San Diego, Los Angeles, San Francisco, Portland, Seattle, Vancouver, etc., and return to New York, 
Boston, Baitimore, Philadeiphia, Providence, and other Ports as cargo offers 
Direct Service Baltimore to Honolulu without transshipment. 


For particulars, rates, sailings, etc., apply to General Offices, or to 
NORTON, LILLY & COMPANY, General ts—New York, Chicago, Detroit, Philade » Baltimore, Norfolk, 
Newport News, Boston, New Orleans, Mobile, Cristobal, Balboa, San Diego, Los Angeles, San Francisco, 
Portland, ttle, and Vancouver. 
E. C. EVANS & SONS, San Francisco (Pacific Coast—United Kingdom). 
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MISSOURI RIVER FREIGHT RATES BREAK AT 


ST. JOSEPH, MISSOURI | | 


Geographically located to render Distributors . 
Distinctive Warehouse and Forwarding Service. ¢ 
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CARLOADING & DISTRIBUTING CO. 


WNED BY 





UNITED STATES FREIGHT COMPANY 


‘Less Than Carload Freight Service " 





“Universal Service’’ 
ALWAYS STANDS FOR 


Real economy thru reduced 
rates and efficient loading of 
less than carload shipments. 


Dependable service by the 
regular forwarding of all 
Universal Consolidated Cars. 


Prompt delivery by the 


movement of these -cars in 
symbol trains. 


Reliable operation as the re- 
sult of rates that are accu- 
rately figured on the cost of 
the service rendered. 


A Foreign Department with 
reputable agents throughout 
the world. - 


For Rates or further information apply to our Freight 
Traffic Department in your city or to the 


FREIGHT TRAFFIC DEPARTMENT 


53 West Jackson Boulevard, CHICAGO, ILL. 
40 Rector Street, NEW YORK CITY, N. Y. 


“Reduced Freight Rates” 
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Dock Construction 
Responsibility 


OR almost a quarter of a century, Dock and 

Terminal Company Engineers have been ad- 
vancing Dock and Pier design until today the ideal 
construction for economy and permanency is con- 
ceded to be the reinforced concrete dock. 


The first reinforced concrete dock in the United 
States was the Cleveland Dock, built under the 
Ferguson Patent. Ferguson revolutionized Dock 
and Pier construction just as Bell revolutionized 
communication by means of the telephone—with 
full Federal Patent Protection. 


The Federal Courts, in five separate decisions, 
upholding the Ferguson Patent, have repeatedly 
affirmed the basic principles of this construction by 
recognizing superior strength, economy and endur- 
ance as inherent in the Ferguson Dock. 


There is a definite responsibility in the building 
of reinforced concrete docks, and, fortunately, in 
recognizing this responsibility, many Dock and Pier 
owners have saved themselves thousands of dollars 
in construction costs. 

As exclusive holders of the Ferguson Patent, and 
as Consulting Engineers specializing in dock and 
pier construction only, we are in a position to con- 
sult with you on your tentative plans and to make 
definite recommendations on the type of construc- 
tion best suited to your needs. 

Write or wire us in the interest of safety, security 
and economy. 


The Dock & Terminal Engineering Co. 
Consulting Engineers 


1248 WALNUT AVENUE . CLEVELAND, OHIO 
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THE WILL TO SERVE | 


VANCOUVER 


SEATTLE- y SPOKANE 


No Man Can Do His Best Unless He 
Has the Will and the Enthusiasm to 
Do So. Likewise No Railway Can Truly 
Serve Its Shippers Unless There Is a 
Will to Do Everything Humanly 
Possible Shown by Everyone in the 


Organization. 


WE HAVE THE MEN 
WITH THE 


WILL TO SERVE YOU 
Let Us Solve Your 


Shipping Problems 


Reliable—Sure—The Steam Railway—The Strong Right Arm of the Nation’s Industry. 


A WINNIPEG 


& EMERSON 


THIEF RIVER Fats 


ALWAYS DEPENDABLE 


FREIGHT SERVICE 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 504 Iroquois 
. Bldg. 
Chicago, Ill., 1630 Bankers Bldg., Clark and Adams. 
Chippewa Falls, Wis. 
Cincinnati, O., 709 Traction Bldg. 
Cleveland, O., 915 Union Trust Bldg. 
Detroit, Mich., 2243 First National Bank Bldg. 
Duluth, Minn., 408 West Superior St. 
Grand Rapids, Mich., 1001 Grand Rapids Trust Bldg. 
Indianapolis, Ind., 430 Merchants Bank Bldg. 
Kansas City, Mo., 723 Walnut St. 


AGENCIES 


Los Angeles, Cal., 530 Van Nuys Bldg. 
Memphis, Tenn., Porter Bldg. 
Milwaukee, Wis., 68 East Wisconsin Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th 
St. and Marquette Ave. 
Neenah, Wis. 
New York, N. Y., 1550 Woolworth Bldg. 
Omaha, Neb., 725-26 W. O. W. Bldg. 
Passaic, N. J., 250 Bloomfield Ave. 
Philadelphia, Pa., 1500 Locust St. 
Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


To avoid delay, shipments for Canadian 
destinations must be accompanied by ship- 
pers’ export declaration made in triplicate. 
This document must be delivered to railroad 
agent at initial point_with the shipment and 
accompany same to Canadian port of entry. 


SAULT SAINTE Marie 
M 
“Nis, 
’9, 


BESSEMER 


MINNEAPOLIS MANITowote 


SAINT PAUL 


MILWAUKEE 


St. Louis, Mo., 2050 Railway 
Exch. Bldg. 
St. Paul, Minn., 1112 Merchants National 
Bank Bldg. 
San Francisco, Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l Bank Bldg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 
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THE STOUT IMPACT RECORDER 


New Gear Driven Model. 


The responsibility for rough handling can 
now be traced. 


















Easy to give attention in trans-continental 
movements. 





Weight 131% lbs. complete. 


Equipped with hinges for side wall 
anchorage if desired. 

















Recording tape sufficient for ten- 
day period. 


Seth Thomas clock motor, eight 
days without rewinding. 


All metal frame die cast 
In one piece and entire 
instrument made 
sturdy and strong 
®.  to stand severe 

“\we abuse. 
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THE STOUT IMPACT RECORDER 
Compact—Sturdy—Light 


The liberal use of these Recorders would enable you to 
materially reduce damage to Freight and to Equipment 


Now used by more than 50 Railroads, and by many Shippers. 


DISTRIBUTED_EXCLUSIVELY BY 


ARGYLE RAILWAY SUPPLY CO. 


327 S. LA SALLE ST., CHICAGO, ILL. 
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The Value of ‘Transportation 


Producers are able to get more for the 
things they sell and consumers are able 
to pay less for the things they buy as a 
result of the service railroads perform. 


Take producers first. The commercial 
value of any product depends upon trans- 
portation. Coal is of comparatively little 
value to the miner unless it can be 
transported from the mine. Wheat, cotton 
and livestock have a limited value to 
the farmer who produces them in large 
quantities until they are moved out into 
the channels of commerce. The same is 
true of the rest of the things that are 
produced for people to eat and wear and 
use in other ways. In fact, transporta- 
tion gives, over and above all that is paid 
for it, just about all the value that any 


article of commerce has to the producer. 


Then take consumers. Transportation 
makes widely available to people in all 


‘parts of the country whatever can be 


produced best and cheapest and in the 
largest quantities in any one or a few 
scattered areas. Because of efficient 
modern transportation many things are 
commonplace and cheap today which 


once were scarce and high priced. 


Thus it follows that the value. of 
good transportation to producers and 
consumers is far greater than the money 
that is paid for it. When this view is 
taken, there ought to be less opposition 
to allowing the railroads to have rates 
high enough to insure the public good 
transportation. 


Constructive criticism and suggestions 
are invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, February |, 1929. 





THE TRAFFIC WORLD 


Put your plant 
where it will thrive 


PITTSBURGH— 


Vol. XLII, Nq.s 


The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


( 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec: 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour ir Railroad Company ~ Oliver Building 


Pittsburgh-Pa. 


GU 
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CHICAGO HEIGHTS, ILLINOIS 


Ideally Located for Manufacturing Plants, Branch 
Plants, Storage and Distributing Warehouses. 


The Chicago Heights industrial district offers the best opportunities in the 
Middle West. Land is available at reasonable prices, labor conditions are 
favorable, and transportation service is excellent in all directions. This 
district is near the coal fields of Illinois and Indiana, and has an abundance 
of electric power for all industrial purposes. 


Chicago Heights has the advantage of Chicago freight rates to and from 
all parts of the country, as well as Chicago switching district freight rates 
on intra-district traffic. 


Located here is a large tract of land especially suitable for an airplane 
factory. 


The Chicago Heights “*erminal Transfer Railroad, serving 84 industries in 
this district, has direct interchange connections with all railroads entering 
Chicago Heights. Through the Chicago Heights-Chicago switching district 
it interchanges freight with all railroads reaching Chicago. 


For copy of the new Chicago Heights air map, and for additional information 
about Chicago Heights, address— 


P. S. LOTTINVILLE, General Agent 
Chicago Heights Terminal Transfer R. R. Co. 
Chicago Heights, Illinois 














16,726.69 
Miles 
Total Water 
Lines 
3,825 Miles 





(Continued from Jan. 19th issue) 
HE Central Pacific 
was built and oper- 
ating to Clipper Gap, 
43 miles from Sacramento, 
in June, 1865. It was not 
until July 10, 1865, that 
the first rail was laid on 
the Union Pacific. 
1865, the Central Pacific 





September, 
was open to Colfax, 55 miles from Sac- 
ramento, and the construction forces, 
growing in numbers daily, were swarm- 
ing over the steep places still to be con- 
quered between there and the summit. 
Grading above Colfax began August 1, 


1865, and before the 
end of the year the 
battle with the Sierra 
was on in earnest. The 
increase in the working 
force made it possible 
to extend the line of 
operations to the very 
summit. Camps were 
established at all the 
tunnels and heavy 
points. Work was be- 
gun at both ends of the 
summit tunnel. 

The elements, which 
had been so kind the 
previous winter, when 
lack of money made it 
impossible to work on 
a large scale, now 
joined the forces of op- 
position. Snow in the 
mountains stopped 
work on the tunnels; 
heavy rains made the 
roads below the snow 
lines impassable for 
wagons. Supplies for 
the men at work on the grades had to 
be transported by pack trains. End of 
the track was at Colfax. Passengers for 
Virginia City made the journey from 
Colfax by stage. This winter, however, 
the rain converted the clay soils of the 
foothills into a mire that made staging 
impossible. One of the stages got stuck 
in the mud and was left standing in the 
streets of Gold Run for six weeks. Pas- 
sengers for Nevada points were carried 
by saddle train from the railroad at Col- 
fax to Dutch Flat, where the road pre- 
viously built by the company furnished 
good footing for the stage horses. 

At the end of 1865 Chief Engineer 
Montague was able to report “most sat- 
isfactory progress” in the work of con- 
struction. The beginning of the year 
had found little work completed above 
Newcastle, except the heavy cut at 





Where they reach 


Bloomer Divide. 

This cut, just below Auburn, on what 
is now the westbound track, was one of 
the most tedious jobs of the early con- 
struction. The cut, 85 feet deep and 800 
feet long, was through a formation of 
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FROM TRAIL TO RAIL 


A History of Southern Pacific 


cemented boulders, every foot of which 
had to be “shot.” Black powder, the 
only explosive help at that period, loos- 
ened the formation but little at a time. 

The steep sides of this rock strait 
stand today just as the builders of the 
road left them. The cement that dulled 
drills and broke picks nearly sixty years 
ago shows no more signs of disintegra- 
tion than if the cut had been carved out 
of solid granite. 

The end of the year found 25 miles 
more of difficult construction completed. 
Trains were running to Colfax, 54 miles 
from Sacramento, and grading of the 13 
miles between Colfax and Dutch Flat 
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was two-thirds completed. Cape Horn, 
into the steep side of which the grade 
was carved, had proved less difficult and 


expensive than anticipated. Here the 
line was thrown into the hill sufficiently 
to form the roadbed in solid cutting, ex- 
cept in two points where, for a distance 
ef 100 and 200 feet respectively, heavy 
retaining walls had to be built. 

It was at Cape Horn that workers were 
lowered over the cliff in “bosun’s chairs” 
and did the preliminary cutting sus- 
pended 2,500 feet above the American 
River. The track around Cape Horn has 
now been abandoned and the trains go 
through a tunnel to which railroad men 
have given the name “Panama Canal.” 

It had been the original plan to bridge 
the deeper ravines and gaps between 
Newcastle and Colfax with timber 
structures. Whenever possible, however, 
embankments were built instead, and 
in an entire stretch of 25 miles over 
much broken country the only wooden 
structures were the Newcastle trestling, 
60 feet high and 500 feet long; a smaller 
structure near Auburn, 38 feet high and 


(Advertisement) 
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400 feet long; two of the same height a 
Lovell’s Gap; one near Clipper Gap stg. 
tion, 50 feet high and 400 feet long; two ip 
Clipper Ravine 593 feet high and 35u ang 
500 feet long respectively, and one trestle 
of four bents at Lower Illinois Town Gap, 


The rolling stock of the Central Pacific 
at that time consisted of six locomo 
tives, six first-class passenger cars, two 
cabooses, one baggage and express, 
thirty-nine box and freight cars, and 
sixty-five platform cars. The line in op 
eration had been inspected that year by 
George E. Gray, who had been chief en. 
gineer of the New York Central, and 
won from him the declaration that tt 
compared “most favor. 
ably in every respect 
with any railroad in 
the United States” and 
that “‘the roadbed and 
mechanical _ structures 
are well constructed, 
ample provision being 
made for drainage, the 
cross ties are of re¢ 
wood and the whole 
laid with a rail of 6 
pound weight per yard 
and set in wrought iron 
chairs. Locomotives, 
cars and machinery are 
all of the first quality 
and of the best mate 
rial and are maintained 
in good order.” 

The year 1866 found 
the builders of the 
Central Pacific in a po 
sition to make haste 
on a large scale. They 
had already overcome 
certain difficulties; 
they were operating 
the railroad over steep grades; they 
knew from victories won that they could 
conquer the Sierra and they also knew 
that if they would make much progres 
beyond the California line before the 
Union Pacific reached there they must 
make haste over the mountains. 


CHAPTER XVI 


Working Summit Tunnel from Fou 
Faces. Hauling Hoisting 
Engine Over Trails. 

Early in 1866 it was decided to work 
the summit tunnel, which was to be 1; 
feet long, from four faces. The work 
had already begun at the east and west 
portals, the headings having been started 
in August of the previous year. In ordet 
to begin work from the center it W# 
necessary to sink a shaft. This we 
driven through rock so hard that sevél 
inches a day was all the progress 
were able to make. On December lf 
1866, the shaft was deep enough to 
the laterals, and it took a year from the 
to complete the tunnel. 


(To he continued in Feb. 16 issue) 
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The Traffic World. 


ISSUED EVERY SATURDAY BY 


THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 
(Copyright, 1929. Twenty-first Year) 









(Member of A. B. C.) ’ 
A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 
Vol. XLIII FEBRUARY 2, 1929 No. 5 
, President W. C. TYLER, Treasurer "esse z : rar actice ans of increas- 
fi PALMER, Eater and Mana feu adverini vy BAYER Caner, Ze vessels, rather than toward practical means of increa 
ti. Ww. K OGG, ioe ame s) . ing efficiency or lowering rates that would get the 
A. E. HEISS, Chief, business. One of the suggestions, for instance, was that 


os teat Service Department, Washington ctios Washington News Bureau 








The Traffic World, 418 South Market Street. 
cstoffice News Co., 37 West Monroe Street. 


: Traffic Service ion, Mills Building, 17th and Pi Ivani 
Washe fal tion, Mil ing. ‘ennsy| ia 
edie Teal Seve Copeeanen, Md 


Washington—New . 
New York—Hotaling’s News Stand, 308 W. 40th Street. 
The Traffic World may be read on the following trains: s ag 
t Nerthern Railroad —Oriental Limited and Winnipeg jhioited. om 
Lehigh ilroad—Chica: er, Lehigh Limited, Phi ian, 
al hiladelsia-New Nok torn. 


The Traffic World may be found on sale at the following places 
Chicago— 








TERMS OF SUBSCRIPTION 








ONE YEAR. . . $10.00 
THREE MONTHS .” "$00 
SINGLE COPY .. . - 
418-430 South Market Street Mills Building 
CHICAGO, ILL. WASHINGTON, D. C. 








OUR PLATFORM 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

Repeal the Hoch-Smith resolution. 

A traffic department in charge of a capable traffic 


man for every business concern doing any considerable _ 
- Commission in the time he has been in the White House, 
-.has suddenly become loquacious about that independent 


amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 


THE MERCHANT MARINE 

It is notable that most of the discussion at the recent 
national merchant marine conference in Washington and 
most of the action taken by that body looking toward 
increased business for United States ships suggests 
government aid, by legislation or otherwise, or other 
artificial helps to put the American merchant marine on 
a basis where it can successfully compete with foreign 


57 


newspapers ought to minimize news of a character that 
might hurt American ships, such as the Leviathan run- 
ning aground. Perhaps newspapers do “overplay” such 
items and perhaps they ought not to do so, but certainly 
they do not go out of their way to “play up” such acci- 
dents to American vessels and minimize similar mis- 
fortunes of foreign vessels. 

But, however, all that may be, the matter is piffling. 
Those who are striving to make the American merchant 
marine successful must realize that success or failure 
does not depend on such inconsequential things. If 
American ships can offer the rates and the service they 
will get the business, whether or not a yellow newspaper 
treats as a sea disaster the running aground of an Amer- 
ican ship; and if they do not offer the rates and the 
service they will not get the business, whatever the 
newspapers or others may do to help or hinder. Shippers 
are canny, as they should be, and they do not believe 
patriotism niakes it necessary for them to transport their 
goods in American vessels if they can do so to better 
advantage in foreign vessels. Whether the sponsors of 
the American marine agree with them in principle or 
not, they ought, if they have business judgment, 
to realize the fact that the shipping business, like any 
other, is competitive, and it cannot be hoisted to success 
by its bootstraps. We should like to see more atten- 
tion devoted to the problem of permitting American ships 
to compete on an even basis with foreign vessels without 
reference to government or newspaper aid. 


COOLIDGE AND THE COMMISSION 
President Coolidge, who has said little about the 


agency of the federal establishment. He lets it be known 
that he thinks the Commission takes too much time in 
getting results. On the whole, it is a good Commission, 
but its position would be strengthened and its services 
would be of much greater value if its decisions were 


made more promptly, in his opinion. 
An inquiry about a report that the Commission had 


directed Commissioner Porter to prepare a plan for the 
consolidation of the railroads into a limited number of 
systems, we understand, led the President to discuss that 
and other phases of the Commission’s work. So far as 
the President knows, it would be a good idea for the 
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eam Work 
Gets It Through, 


A car-knocker meeting his train at midnight; freight 
crews clambering aboard in the cold, gray dawn; track- 
walkers inspecting their rails; telegraph operators bend- 
ing over their keys; engineers, conductors, and all other 
workers on the G. M. & N., “The Road of Service,” 
make up a Team whose Game is Transportation—and 
whose tireless opponent is Time. 


On this Team, the annual report of dollars and cents 
earned is only part of the thrill that victory brings. 
More intangible, but none the less real, is the satis- 
faction of knowing that the lives and property entrusted 
to us during 1928 reached their respective Goals safely, 
and on schedule time. 


Now that business is getting under way for 1929, we 
solicit your patronage during the current year. G. M. 
& N. Team work will put your shipments through. 
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Commission to require the preparation of a plan, it being 
pointed out that the law has required that of the Com- 
mission ever since he has been President, and he assumes 
something has been done about it. 

But, in his annual message to Congress in Decem- 
ber, 1924, President Coolidge used language indicating 
that he favored repeal of that part of the transportation 
act requiring the preparation of a plan. Said he: 


. The consolidations need to be carried out with due regard to 
public interest and to the rights and established life of various 
communities in our country. It does not seem to me necessary 
that we endeavor to anticipate any final plan or adhere to any 
artificial and unchangeable project which shall stipulate a fixed 
number of systems, but, rather, we ought to approach the problem 
with such a latitude of action that it can be worked out step by 
step in accordance with a comprehensive consideration of public in- 
terest. Whether the number of ultimate systems shall be more or 
less seems to me can only be determined by time and actual experience 
in the development of such consolidations. 

The President is cognizant of the fact that the Com- 
mission has repeatedly asked Congress to relieve it of 
the requirement that a plan be prepared. The part of 
the message to Congress set forth has been taken as ap- 
proval of the position of the Commission that a plan 
should not be prepared. And, of course, the President, 
by virtue of recommendations made to Congress in his 
several messages, has urged the enactment of legisla- 
tion including a provision of repeal of the plan require- 
ment. One of the chief purposes of pending railroad 
consolidation legislation is to relieve the Commission 
of the duty of preparing a plan. We think the President 
was on solid ground in his message of December, 1924, 
with respect to the manner in which the subject of con- 
solidation of railroads should be approached. 


One of the difficulties with the Commission, accord- 
ing to the President, is getting action out of it. He 
thinks the government has had a sorry experience in 
that respect in the railway mail pay case, in which the 
Commission has decreed that $45,000,000 in back mail 
pay shall be paid to the railroads by the government. 
It took the Commission three years to decide that case 
and it made its finding retroactive. The President has 
refused to recognize the validity of that retroactive award 
and he assumes the question of the Commission’s power 
to make the award will be settled by the courts. A 
prompt decision in the mail pay case would have elimi- 
nated such a situation, in his opinion. 

The Commission may or may not have the power 
to make such a retroactive award as it made in the 
mail pay case, but we think the President is not wholly 
justified in using that case as an illustration of delay 
on the part of the Commission, though we have said and 
say now that the Commission could. greatly expedite its 
work along certain lines. The time taken up by the 
mail pay litigation before the Commission, however, was 
the result of the presentation of testimony and argument 
by the Post Office Department and the railroads. The 
case was initiated by the large railroads in May, 1925. 
Some short lines then came into the case. Then the 
government asked that the case be broadened to include 
all the mail-carrying railroads and that was done, The 
railroads and the government put into the record detailed 
Cost studies. A proposed report was issued, oral argu- 
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ment was heard, and the case was submitted June 29, 
1928. Eleven days later—July 10—the Commission made 
its decision. Even if the decision had been made earlier 
—assuming that it would have been thé same as it was— 
the government would have had the additional compen- 
sation to meet on account of it. 

The President is pessimistic as to the outcome of 
the railroad valuation work and there is ground for his 
pessimism, or what may be characterized as a more or 
less accurate appraisal of that situation. Valuing a rail- 
road is like pursuing a will-o’-the-wisp, in the opinion 
of the President. More than one hundred million dollars 
has been spent on the work and there is no valuation. 
The President is doubtful whether there will ever be 
one. He feels, however, that, in this respect, the Com- 
mission has done as well as could be done. It is ex- 
ceedingly difficult to see that anything will come out of 
the maze of valuation theories as applied to the property 
of railroads. 

Anticipating a reply, the President is understood to 
have taken the position that the Commission will say it 
could make decisions more quickly if it had more money. 
The President has heard that reply before, it is stated. 
It is the usual reply of a government bureau. If a gov- 
ernment department is told to buy a packet of pins, it 
replies it needs the pins, has needed them for a long time, 
but has no money to buy them. Ifthe money is provided, 
it will buy the pins. That is the slant Mr. Coolidge has 
after some five years in the White House. Perhaps the 
references to the Commission are more or less the result 
of reflection on the working of a government such as 
we have. 

The comment of the President, however, should 
direct attention to what is a serious problem. The Com- 
mission should do its work promptly. If the legislation 
it has asked for to enable it to delegate authority to 
individual commissioners and to subordinates will make 
for expedition, the legislation should be enacted. The 
Commission should develop procedure that will result 
in speeding up its work. It has made an effort in that 
direction and it is to be said that whatever delay there 
may be in the proceedings of the Commission is not 
due to any lack of industry on its part but rather, in so far 
as it itself may be to blame, merely to- cumbersome 
methods. The problem is not insurmountable. 


ECONOMIC REGULATION 


In an address before the annual meeting of the Central 
Electric Railway Association at Indianapolis last week, R. N. 
Van Doren, vice-president and general counsel of the Chicago 
& North Western Railway, dealt with the problem of “regula- 
tion in relation to economic law.” 

His position was that regulatory law ought to be in accord 
with economic law and that, frequently, legislative fiat was not 
so. Private industry, he said, had been, for the most part, free 
from uneconomic regulation, but he cited the present bill in 
Congress for the regulation of the bituminous coal industry as 
an example of the contrary. 

An effective means of preventing an unwise and uneconomic 
extension of the theory of public regulation to purely private 
enterprise, he said, was to confine the regulation of public 
service corporations within the limits of its original and funda- 
mental conception—to curtail practices thought to be inimical 
to fair and honest operation. 

Transportation, he said, was a legitimate part of production 
cost, even in agriculture, and there was no more reason for a 
compulsory rate reduction than for the same thing with respect 
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to wages, interest rates, or commodity prices, especially in 
view of the fact that the railroads were not allowed to store 
up excess earnings against the day of diminishing returns. The 
theory that railroad rates should be made to fluctuate with the 
rising and lowering tides of industrial conditions could never 
be scientifically or economically justified, he said, so long as 
the rate of railroad return was arbitrarily limited. 

The attitude of the railroads toward motor transport, he 
said, was that the public was entitled to use that form of 
transportation that appealed to it and the railroads, but that 
a limitation on the right of the public to choose was that 
vested rights of rail carriers should not be infringed. The 
attitude of cooperation of the railroads toward the motor vehicle, 
he said; was illustrated by the support of the railroads for the 
present motor bus regulation bill pending in Congress. Motor 
vehicles, however, he said, should be required to place their 
competition on a basis fair and just to the railroads. 
Speaking of Inland waterway transportation, he said: 


In the beginnings of railroads, competition with then existing 
canal routes was effectively prevented by prohibiting railroad rates 
being less than competing canal rates. Even with this handicap the 
railroads won out through superiority of servicee That law was de- 
signed to preserve investments in canal properties. Now Congress 
is reversing the current of economic trend by declaring a national 
policy in favor of inland waterways. By a law enacted at the last 
session of Congress it is proposed to develop inland waterways at 
the expense of the government, operate barge lines thereon at the 
expense of the government until they have proven to be profitable, 
and then to sell them to private interests. In order to assure the 
success of the barge lines the steam railways are required to estab- 
lish joint through routes and joint rates with the barge lines and 
to afford divisions of such rates from the railroad revenue. Because 
of the inferiority of service on such through routes due to the factor 
of barge-line carriage such through rate must be lower than the all- 
rail rate. Clear principles of economic law would require the factor 
which is responsible for the poorer service to bear the decrease in 
the rate. But in this case such principles are ignored and the rail- 
roads are required to absorb such decrease. Thus has the govern- 
ment again gone into the subsidy business; but for the first time 
in our history one industry—the government itself—is to be subsidized 
at the expense of its competitors. This is government ownership with 
a vengeance. 


He condemned attempts to use political influence and direct 
action by Congress in making or regulating rates, and gave 
examples, such as the Pullman surcharge bill, the passenger 
fare law of Wisconsin, the Hoch-Smith resolution, and the re- 
fusal of the Senate to confirm the nomination of Mr. Esch to 
the Commission. 

“There are two methods of exerting legislative interference 
with Commission action,” said he. “One is by direct legislative 
act; the other is by coercion. It is regarded as unethical for 
attorneys of record to make public comment of cases pending 
before courts, but such conduct is at worst but a breach of that 
respect and deference which should be maintained between 
bench and bar. There is no element of intimidation or im- 
proper influence in it. But when a member of Congress makes 
a speech upon a matter then pending before the Commission, 
and with reference to which no bill is pending in Congress, it 
can have but one purpose—the exerting of a coercive influence 
upon the Commission. Unfortunately, this practice is becoming 
too common and should be condemned by all fair-minded men. 
If you agree with what I have just said, what is your attitude 
toward the practice of members of Congress appearing in argu- 
ment before the Commission in cases in which they have not 
previously participated, and who argue, not from the record, but 
from their own notions of what the Commission should do? 
Unless we can preserve that respect and confidence in the 
Commission, which is its strength and pride, we cannot hope 
for a maintenance of its past record of conscientious and im- 
partial effort. We cannot afford, by carelessness and indiffer- 
ence to these matters, to lend sanction to practices which can 
but eventually destroy all confidence in commissions. Twenty- 
five years ago the railroads were told to get out of politics and 
stay out. In return they were given every honorable assurance 
that their affairs would thereafter be regulated by an impartial 
governmental body removed from political influence.” 


INDUSTRIAL NEW ENGLAND 


A picture of industrial New England, “stepping to a new 
tempo and very much alive,” was presented January 30 to the 
Chicago Association of Commerce by President George Han- 
nauer, of the Boston and Maine Railroad. 

In an address which challenged thé misinformation about 
New England which has spread over the country since the 
close of the World War, he cited as evidence of the extent of 
New England’s continued industrial activity the fact that the 
Department of Commerce recently found that these northeast- 
ern states, comprising only 2 per cent of the country’s area 
and 7 per cent of the population, produce annually 11 per cent 
of the country’s manufactured goods. 

With these figures as a basis, he told Chicago’s business 
men of the new spirit in New England and in New England 
industry developed by the New England Council, which, in 
three years, he said, had stimulated those industries that were 
lagging, increased community consciousness, and improved 
marketing methods of agriculture, at the same time develop- 
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ing new appreciation of various other phases of New 
land’s attractions and advantages. By 

Himself a Chicagoan and St. Louisan for many year, 
fore he went to the Boston and Maine as president two 
ago, Mr. Hannauer conceded that, in relative growth, the lew 
sections of the country, such as the middle west, new gq 4 
and Pacific coast, had shown more rapid gains than New nt, 
land and other older industrial sections; but he emp! 
the distinction between this relative growth and the abgoij,. 
growth which he said New England had enjoyed almost With. 
out interruption. He added the belief that, “when the Cengys 
of 1929 is taken, New England will show this growth again 
well maintained.” 

As indicative of a further distinction between ind 
changes and sectional decadence, he mentioned the fact that 
for over 100 years, the Brighton stockyards in Boston Were the 
leading stockyards of the country and that, with the spreaq ot 
population westward, the center of that industry moveg ty 
Chicago; but that, while much of the development in the last 
40 years had been west, southwest and northwest of Chi 
the dominance of Chicago in this industry was still grey 
Similarly, he said, the steel industry in recent years had had 
its greatest growth in the Chicago district, and at one time 
was common talk that Chicago would supplant Pittsburgh; but, 
while Chicago had enjoyed a tremendous expansion in stg 
Pittsburgh was still the center of the steel trade. 

The Department of Commerce figures establishing the 2.7.1 
ratio were based on the census of 1925, and Mr. Hannauer ggig 
that, when he called on the department a few days ago to say 
whether the same conditions would apply today, it replieg 
that, while no general statement could be made until the ney 
census, the fact that “400 large manufacturing plants scatterg 
throughout New England have shown a substantial aggregat 
increase in monthly consumption of electrical energy singg 
1925” was pertinent. 

Industrial change is not new to New England, Mr. Hannaue 
made clear, nor to other sections. He quoted from the first nm 
port of the first railroad commission of Massachusetts, issued 
in January, 1870, to show that “within the memory of the pre. 
ent generation the whole industrial system of Massachusetts 
has been revolutionized,” the commission reciting the extent 
to which agricultural had been supplanted by fisheries, anj 
fisheries supplanted by commerce in clipper ships, which, in 
turn, was succeeded by the textile industry. “The ‘codfish aris 
tocracy’ gave way to the ‘merchant princes,’ and each of these 
as well as the more subsequent one of the ‘lords of the loom’ 
represented in truth the distinctive successive phases of ip 
dustrial development,” the commission said. 


Describing the readjustment in cotton textile, he pointed out 
the further distinction between the changes in this industry 
which comprises only 8% per cent of New England’s manufa- 
tures, and any thought of the decadence of New England in 
dustry as a whole. “New England will lose more of the coarser 
grade cotton mills before she regains many,” he said, “but the 
finer grades of cotton goods in all probability will be made in 
New England in increasing quantities.” In woolens and worsteds, 
while some business has been lost to New England plants 
through changes in styles, he noted that “New England today 
is actually turning out 64 per cent of the country’s production. 
In the production of boots and shoes, New England in 1928 er 
— what is expected to prove the greatest production in its 

story.” 


Citing the fact that metal trades represent 32 per cent of 
New England production, measured by the value added by mant- 
facture, he pointed out that this was substantially greater tha 
the aggregate of all the textiles, or of the combined rubber, 
leather, and boot and shoe trade, adding that the metal ip 
dustries with electrical machinery, appliances, etc., were among 
those in which New England for several years had shown sub 
stantial increases, in some instances greater than the growth 
of the country as a whole. 


As evidence of New England’s new strength and new tempo, 
he recited the facts of the recovery of New England’s rail 
roads from financial breakdown and demoralization in service 
some years ago, adding: 


,_. This has been remedied by the investment of huge sums, the 
New Haven and Boston and Maine in the last three years ha 
invested an aggregate of $101,000,000 in improvements on those two 
roads. Out of this work of reconstruction has come more efficient 
operation, and better service. * * * On the Boston and Maine, the 
efficiency of freight train operation and service in 1928 has incre 
nearly 30 per cent over 1926. The time of shipments between New 
England and Chicago has been reduced by one day in some com- 
modities and by as much as 4 or 5 days in others. What this meals 
in stimulating trade between these sections you men will understand 
better than anyone. Passenger schedules in New England have 
improved until they compare favorably with the service in any 8 
tion of the country. 





NAVIGATION ON GREAT LAKES 


The Senate has passed S. 5095, the bill to correct a type 
graphical error in the act. to regulate navigation on the Great 
Lakes, etc., as amended May 17, 1928. The bill changes the 
designation of a paragraph from (e) to (a), 
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Current Topics 


in Washington 





Hoch-Smith Meaning Becoming Very Plain.—Nearly every 
day something comes along to emphasize the contention that 
the Hoch-Smith resolution, in its simplest form, is a direction 
to the Commission to give preferential rates to the products of 
agriculture. They are to be the lowest possible lawful rates. 
The briefs in the Anchor cases, involving the Commission’s 
order in the lake cargo coal rate suspension case, are the things 
this week that bring the meaning of the resolution into higher 
relief. That famous bit of legislation, a mandate to the Com- 
mission, might be rewritten thus: “Give the products of agri- 
culture, because of the farm depression, the lowest rates that 
can be prescribed without having them condemned as confis- 
catory. Do that, but remember that you must see to it that 
there is an adequate transportation system. Also remember 
that there must be a natural and proper development of the 
country as a Whole. Do these things, but have a due regard 
to other investigations you are conducting and don’t let this 
resolution delay the decision in any cases now before you in- 
volving rates on the products of agriculture.” That last ad- 
monition implies, it is believed, that cases not involving the 
rates on products of agriculture are to be put aside so that 
there may be no delay in giving agricultural products the pref- 
erence indicated in the words “lowest possible lawful rates 
compatible with the maintenance of adequate transportation 
service.” Sometimes the resolution is read as meaning that 
all commodities shall freely move. That impression is created 
by the paragraph announcing the “true policy of rate-making,” 
the end of which is “that commodities may freely move.” It 
is a rule of construction that the general must yield to the 
specific. In the declaratory paragraph setting forth the “true 
policy of rate-making,” there is that general declaration that 
the end sought is that “commodities may freely move.” In the 
paragraph specifically mentioning the depression in agriculture 
and the making of the lowest possible lawful rates, it is said 
that rates are to be such “as will promote the freedom of move- 
ment of the products of agriculture affected by that 
depression.” Freedom of the movement of commodities is to 
be generally promoted, but, specifically, the movement of the 
products of agriculture affected by depression is to be the cen- 
tral thought. If there is any sluggishness in the movement of 
the products of agriculture affected by the depression, then there 
is to be a change in the rates that will promote freedom of 
movement and anything that interferes, naturally, must be 
set aside. The lake cargo coal rate lawyers who defend the 
Commission’s order in the suspension proceeding have taken 
up the Hoch-Smith resolution as one part of the law enabling 
the Commission to do what it finally did. In a way of speak- 
ing, they were forced to do that because the district court in 
West Virginia (erroneously, they assert) imputed to the Com- 
mission use of that resolution as a foundation for what it did 
when it reduced the rates from the northern fields. The law- 
yers point out that the Commission did not reduce the rates 
under the Hoch-Smith resolution, but did order canceled the 
reduced rates from the southern fields as being contrary to the 
mandate of the resolution. About everything that has been 
written concerning the resolution shows that, for those who 
write briefs and discussions about rates, it is a piece of sticky 
fly paper around which one must move with care lest it be 
found adhering to some part of the person where one would 
rather not have it attached. 





Mid-Victorian Age Freight Tariff Simplicity—An interesting 
combination of a freight rate tariff and a freight classification 
has beén added to the collection of old tariffs and railroad ad- 
vertisements hanging on the walls of the room of George M. 
Croslaid, assistant director of the Commission’s bureau of 
traffic,.in charge of the section of tariffs. It was presented to 
Mr. Crosland by W. H. Quigg, of the Federal Traffic Board. He 
obtained it while he was railroading in Texas. It consists of 
four pages, 12 by 18 inches. The current consoldated classi- 
fication consists of a volume of 497 pages and many supple- 
ments, some of them volumes in themselves. Mr. Quigg thinks 
it might be taken as an example of simplified tariffs, even if 
it is not as simple as some of the classifications Commissioner 
Meyer referred to in his address to the Milwaukee Traffic Club. 
This old-time publication is a four-page freight tariff of the 
St. Louis, Iron Mountain & Southern, now a part of the Missouri 
Pacific system. The tariff folds in the center, making pages 
12 inches wide by 18 inches long. The front, or title page, 
contains the names of the railroads at the top, showing it 
to be through freight tariff No. 9, taking effect September 1, 
1877, from St. Louis and Belmont, Mo., Cairo, Ill., and Colum- 
bus, Ky., to stations on the Texas & Pacific, Houston & Texas 
Central, International & Great Northern, Galveston, Harris- 
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burg & San Antonio, Galveston & Houston, East Line & Red 
River (now operated by the Louisiana Railway and Navigation 
Company of Texas), Henderson & Overton and the Texas & 
New Orleans. The tariff advertises that through bills of lading 
are issued and cars run through to all principal points and 
that prompt attention is given to settlement of all just claims. 
Among the names of the traffic officials shown at the bottom 
of the title page is that of William H. Newman as general 
freight agent, Texas & Pacific, Marshall, Tex. Mr. Newman’s 
last railroad service was as president-of the New York Central. 
Another is that of Oscar G. Murray, general freight agent, Gal- 
veston, Houston & Henderson, Galveston, Tex. Mr. Murray’s 
last railroad service was as president of the Baltimore & Ohio. 
Seth Frink is shown as general freight agent of the old Iron 
Mountain. Later he served as chairman of the St. Louis Freight 
Bureau and still later as the chairman of the Southern Freight 
Association, also with offices at St. Louis. 





Ludlow Knows His Washington.—Louis Ludlow, representa- 
tive-elect from the Indianapolis district of Indiana, made a 
speech to the undaunted Democrats at Wooster, O., on St. 
Jackson’s Day, January 8, it might be said, for the benefit of 
those who have forgotten the anniversary of the battle on 
Chalmette plain. Bureaucracy, as practiced in Washington, was 
his subject. While the farmers of the country were begging 
Congress for relief from intolerable conditions and getting a 
stone, he said, 9,000 agents and inpectsors of the Department 
of Agriculture, composing a legalized army of spies, were 
out in the rural districts harassing the men of the soil with 
inquisitorial rules and regulations hatched in bureaus in Wash- 
ington. When the farmer asked for a tariff that would afford 
him at least half the show in the game of life that was given 
industrialists, Ludlow said, he was answered with the crack 
of rifles killing his live stock. He said he doubted whether even 
the Bank of the United States in the palmiest sway of Nicholas 
Biddle, when Andrew Jackson decided to strike it down as a 
national menace, ever possessed more power over the welfare 
of citizens than the power, stautory and assumed, that was 
possessed today by the Interstate Commerce Commission. The 
states, he said, were not blameless, because they sold their 
rights, local self-government being the most precious, for an 
appropriation for this, that, or the other thing. The barge line 
Mr. Ludlow treated as one of the evidences of bureaucracy. 
Pointing out that ten years ago, when the government began 
operating a barge line, he asked someone kindly to explain 
what business the government had of operating a barge canal. 
It might just as well, he said, decide to operate an electric line 
between Wooster and Canton, O., or initiate a thanscontinental 
railroad system. Deficits, he said, when they occurred, afforded 
no concern, for they were conveniently paid from the taxpay- 
ers’ money in the federal treasury. A bureau once established, 
he said, never died. In 1918, he said, the National Screw Thread 
Commission, one of the forty independent organizations, was 
created to live for six months. Ludlow said he chuckled at the 
limitation because he said to himself he had finally found 
something that would not be like the brook that went on for- 
ever. But as, often, he was wrong. That commission is still 
alive. So he thought what an incentive it should be to every 
honest and ambitious statesman so to live and serve his party 
that, in the mellow evening of life, he might approach the 
lengthening shadows with calm and peaceful dignity as a mem- 
ber of the Screw Thread Commission. 





Tariff Language Not Material._—The Commission, on recon- 
sideration in No. 17095, W. F. Allen and Company et al. vs. 
Atlantic Coast Line et al. (elsewhere in this issue), in which 
it held that the shipments of strawberries from points in the 
Carolinas between April, 1923, and May, 1925, were carload 
shipments and that, therefore, carload refrigeration charges 
were applicable, said that “the shipments were given 
the regular standard refrigeration, service and the manner of 
tariff publication is immaterial.’ The tariffs carrying the re- 
frigeration charges provided for the refrigeration of L. C. L. 
shipments. The complainants emphasized the fact that the tar- 
iffs were so written, but the Commission said the form of the 
publication was immaterial. The declaration has added to the 
impression that has prevailed among representatives of ship- 
pers for some time that the Commission is getting far away 
from the old rule of strict construction of tariffs to which it 
adhered for a long time with such rigidity that shippers came 
to rely on what might seem like errors of publication of tariffs 
as, nevertheless, being the rates to which they were entitled, 
even if the rates published were so low as to be ridiculous. 
In this case the Commission pointed out, of course, that it was 
dealing with a refrigeration, tariff and not with transportation 
rates, and that the captions of “C. L.” and “L. C. L.” appearing 
in transportation tariffs were not controlling in the perishable 
protective tariff involved in this and the cases joined with it. 





The Inarticulate Consumer.—The Federal Trade Commisson 
has made‘a discovery of considerable importance, namely, that 
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the consumer is a “comparatively inarticulate element of soci- 
ety.” It has told Congress about that unearthing of a fact the 
existence of which has often been alleged when self-appointed 
representatives of consumers have arisen in meetings to fell 
what the interests of the consumer, in a given situation, were. 
One of the notable things about the self-declared representa- 
tives of the consumer has been their cocksureness. Not one 
of them ever had the slightest qualifications to make about the 
accuracy of the information he pretended to be imparting to the 
assemblage blessed with his ministrations. The trade body 
made the discovery in the course of its inquiry into the matter 
of resale price maintenance. In canvassing experience and 
opinion, the trade body said it had made a. special effort to 
obtain expressions from consumers, only to find, as before set 
forth, that the consumer was a comparatively inarticulate mem- 
ber of society. It found that the farmer, generally speaking, 
had no special interest in resale price maintenance and was, 
therefore, ready to speak as a consumer. All others, it found, 
while consumers, as everybody was, were inclined to be influ- 
enced by their interests as producers of something. The opin- 
ions of consumers, the communication to Congress asserts, are 
against resale price maintenance, in any form. Retailers, except 
chain and department stores, are reported as being decisively 
opposed to resale price maintenance, which, according to the 
trade body, is the control of prices of goods that are no longer 
owned. Wholesalers, according to the letter, are more strongly 
in favor of resale price maintenance than any other group. 
Manufacturers, particularly of trade-marked goods, the letter 
says, are decisively.in favor of it. The communication to Con- 
gress was made on account of the pendency of legislation 
giving manufacturers, the right, by contract, to fix resale prices 
of their identified products. Under existing law that is illegal. 
—A. E. H. ; 


HOCH-SMITH GRAVEL 


Editor The Traffic World: 

The Traffic World of January 19, page 141, says: 

“Hoch Smith Sand and Gravel.” 

We knew there was a lot of “gravel” in the Hoch-Smith 
resolution. This confirms our opinion. Literary Digest, please 


copy. 
Denver, Colo., Jan. 26, 1929. 


RAILROADS AND TRAFFIC BUREAUS 


Editor The Traffic World: 

Referring to your editorial, “Railroads and Traffic Bureaus,” 
in your issue of December 22: 

If commercial organizations were organized simply for the 
purpose of fostering a traffic bureau and for no other purpose, 
railroads might properly raise the question of whether they 
should support such organizations, but anyone familiar with the 
work of boards of trade, chambers of commerce, and the like, 
knows that traffic, while an important part of their work, is 
not the fundamental basis of such organizations. 

Commercial organizations exist by reason of the service 
they render the communities they serve. There are many mat- 
ters falling within the purview of the activities of these organ- 
izations in which the carriers are just as much interested as 
anyone else. Industrial development, development of foreign 
trade, and the securing of conventions are three very important 
activities by which the railroads benefit to as great an extent 
as anyone else. 

It has been my experience that the railroads derive very 
great benefits from the activities of these commercial organ- 
izations. It is not infrequently that they appeal to them for 
help. The traffic bureau stands as a buffer between shipping 
members of the organization and the raflroads on many occa- 
sions. All shippers are not entirely fair to the railroads nor 
are all railroad officers or agents entirely fair in dealing with 
the shippers. Very frequently we find some subordinate rail- 
road official taking a position contrary to law or refusing to do 
something that by law he is required to do, and, in such cases, 
we straighten the matter out by referring it to some of the 
higher officials, with whom we have the most pleasant relations. 
On the other hand, it is not infrequently the case that some 
shipper will bring up a problem in which he takes a very unfair 
position and, in such cases, the traffic man does not hesitate 
to say that the railroad is right and that he is wrong. 

Membership in these commercial organizations is a very 
much broader one than that indicated by the Atlantic Coast 
Line. As before stated, the only justification for the commer- 
cial organization is the service it renders the community it 
serves. The railroad is as much’a part of that community as 
is any business house. The membership of such organizations 
is not sustained on the basis of each member getting a quid pro 
quo for the dues he pays. Very frequently he does, and, then 
again, he may not. 

The idea is that the organization represents the best 


The Morey Mercantile Co., 
R. Flickinger. 
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thought of the business community and is continually wor 
to serve in an intelligent way the community which gyp 
it. The general policy of such organizations is to ask from th 
railroads what is fair and to see that no improper rate : 
ment is maintained that will affect adversely the interests ot 
the community. If the railroads do not establish a fair basis 
of rates, naturally they take their complaints to the Intergtat, 
Commerce Commission, and only if they are right are the 
sustained by the Commission. 7 
Any railroad that takes the position that it should no 
support a commercial organization because that organization 
employs a traffic bureau, is, indeed, taking a very narrow yiey 
of the work of such organizations. I would like to add that i 
my dealings with the carriers I have never met one that took 
the position that it should not support a commercial organizs. 
tion becayse of that organization’s traffic activities. General) 
speaking, I think railroad men take a broad view of this ques. 
tion and believe in commercial organization work just as thor. 

oughly as do men in other lines of business. 

W. H. Chandler, Manager, Traffic Bureau, 
The Merchants’ Association of New York. 
New York, N. Y., Jan. 17, 1929. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 19 totaled 
931,880 cars, as compared with 914,187 cars the preceding wee; 
and 884,683 and 936,160 cars, in the corresponding periods of 
1928 and 1927, respectively, according to the car service division 
of the American Railway Association. Compared with the pre. 
ceding week, increases were reported in the loading of all com. 
modities with the exception of ore, which showed a slight 
decrease. 

Revenue freight loading by districts the week ended January 
pM for the corresponding period of 1928 was reported as 
ollows: 


Eastern district: Grain and grain products, 6,140 and 6,569; liye 
stock, 3,064 and 3,248; coal, 50,922 and 35,665; coke, 3,339 and 2,39. 
forest products, 4,696 and 5,655; ore, 936 and 1,001; merchandise, L. 
C. L., 64,362 and 63,747; miscellaneous, 79,138 and 75,881; total, 1924, 
212,597; 1928, 194,093; 1927, 211,526. 

Allegheny district: Grain and grain products, 2,681 and 3,1i¢; 
live stock, 2,236 and 2,213; coal, 49,410 and 40,265; coke, 5,566 and 
5,215; forest products, 2,629 and 2,546; ore, 1,388 and 1,534; merchan- 
dise, L. C. L., 50,385 and. 51,300; miscellaneous, 71,960 and 70,563; total, 
1929, 186,255; 1928, 176,792; 1927, .186,987. 

ocahontas district: ‘Grain and grain products, 185 and 224; live 
stock, 88 and 77; coal, 44,310 and 35,173; coke, 443 and 375; forest prod- 
ucts, 1,326 and 1;426; ore, 91 and 130; merchandise, L. C. L., 6,98 
and 7,284; miscellaneous, 5,220 and 5,369; total, 1929, 58,606; 1928, 50,- 
058; 1927, 59,452. 

Southern district: Grain and grain products, 4,307 and 4,279; live 
stock, 1,942 and 2,470; coal, 29,432 and 27,002; coke, 801 and 580; 
forest “oe 18,637’: and 19,758; ore, 1,089 and 1,256; merchandise, 
L. C. L., 39,547 and 40,434; miscellaneous, 46,471 and 49,183; total, 
1929, 142,226; 1928, 144,962; 1927, 152,375. 

Northwestern district: Grain and grain products, 12,394 and 12,597; 
live stock, 10,530 and -9,885; coal, 11,289 and 7,578; coke, 1,876 and 
1,546; forest products, 16,611 and 17,475; ore, 503 and 493; merchandise, 
L. C. L., 28,642 and 30,618; miscellaneous, 29,459 and 28,417; total, 
1929, 111,304; 1928, 108,609; 1927, 110,007. 

Central Western district: Grain and ain products, 16,203 and 
15,840; live stock, 11,636 and 12,747/ coal, 21,346 and 16,286; coke, 418 
and 306; forest products, 7,919 and 7,781; ore, 3,965 and 3,432; mer- 
chandise, L. C. L., 33,075 and 33,092; miscellaneous, 48,187 and 46,454; 
total, 1929, 142,749; 1928, 135,938; 1927, 141,422. 

Southwestern district: Grain and grain products, 6,239 and 6,238; 
live stock, 2,744 and 2,834; coal, 8,462 and 5,822; coke, 247 and 19%; 
forest products, 7,501 and 8,051; ore, 411 and 394; merchandise, L.C. 
L., 16,032 and 16,744; miscellaneous, 36,507 and 33,953; total, 1929, 78,143; 
1928, 74,231; 1927, 74,391. 

Total, all roads: Grain and grain products, 48,149 and 48,903; live 
stock, 32,240 and 33,474; coal, 215,171 and 167,791; coke, 12,690 and 
10,544; forest products, 59,319 and 62,692; ore, 8,383 and 8,240; mer- 
chandise, L. C. L., 238,986 and 243,219; miscelianeous, 316,942 and 
309,820; total, 1929, 931,880; 1928, 884,683; 1927, 936,160. 


Loading of revenue freight in 1929 compared with the two 
previous years follows: 


798-723 154 ry 9338 

Week ended Janua een ree t t 

eae Gauek temaer %3......... 00000 914,187 907,301 942,731 

Week ended January 19............... 931,880 884,683 936,160 
2,546,231 2,812,181 
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CONTAINER CAR COMPANY 


To meet requirements resulting from the increase in cot 
tainer car traffic since the establishment of this service for 
less-than-carload freight:on various Pennsylvania lines 15 
summer, a new corporation, the Keystone Container Car Com: 
pany, has been organized under the laws of Delaware, with an 
authorized capitalization of $1,000,000. It has patent rights cov 
ering the methods of securing containers to flat cars and other 
features of the special equipment used. 

The new company will work in close cooperation with the 
Pennsylvania, but, under the broad powers of its charter, 
be in position to furnish cars and containers to any rail 
desiring them for the operation of container car service. 
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SWITCHING FOR BARGE LINE 


The Commission, by division 4, in I. and S. No. 3139, switch- 
ing at St. Paul and Minneapolis, Minn., has found not justified 
the proposed switching charges on traffic between industries 
and the docks of the Mississippi-Warrior Service, the govern- 
ment’s barge line, at St. Paul and Minneapolis, Minn., ordered 
the suspended schedules canceled and discontinued the pro- 
ceeding. The carriers, the Milwaukee, the Omaha, the Soo 
Line, the Great Northern and the Northern Pacific proposed to 
impose industrial switching charges of $6.30 on the Northern 
Pacific and $8.10 on the other roads. The barge line contended 
that it was entitled to have reciprocal switching charges im- 
posed on the traffic in question. They range from $1.35 to 
$3.15 per car. 

Upon protest of the barge line, the Minneapolis Traffic 
Association, the Association of Public and Business Affairs of 
St. Paul and others, the schedules were suspended. 

The railroads contended that the services to be rendered 
were identical with those rendered in industrial switching and 
entirely dissimilar to reciprocal switching, which is done by 
the railroads for each other, and which obviously the barge 
line could not perform unless it bought tracks and switching 
engines. 

At the hearing the barge line offered to assume the burdens 
carried by switching lines which did not furnish cars; that is, 
the payment of per diem and per diem reclaims. 

The protestants relied upon U. S. War Department vs. 
A. & S., 77 I. C. C. 317, another barge line case, in which the 
Commission considered the same question and decided that if 
the barge line would assume the burden of paying per diem 
on cars held by it and per diem reclaims, the railroads should 
treat it as one of themselves and allow it to have the reciprocal 
switching charges on traffic between the barge line docks and 
industries to and from which freight was taken. In disposing 
of the case, the Commission said: 


We find that upon this record the suspended schedules have not 
been justified, and that it has not been shown clearly that it would 

lawful under section 3 of the interstate commerce act for re- 
spondents to charge switching charges on traffic moving to and from 
the barge line’s terminals higher than the reciprocal switching 
charges which they assess on corresponding traffic moving to and 
from connecting rail lines, provided the barge line pays the usual per 
diem reclaims on cars in switching service to and from its terminals 
and actual per diem for the period of detention of cars at its terminals. 
Respondents are, of course, at liberty to bring this matter to our 
attention again, if they are prepared to furnish more specific proof 
of the difference in expense which they allege and of the extent of 
that difference. An order will be entered requiring the cancella- 
tion of the suspended schedules and discontinuing this proceeding. 


CHICAGO COAL RATES 


In its fourth report in No. 11224, Chicago Coal Merchants’ 
Association vs. Director-General, Santa Fe et al., on further 
hearing, written by Commissoiner Farrell, the Commission has 
reversed that part of its third report, 123 I. C. C. 169, the effect 
of which was to require Weber, IIl., although in the northern 
part of the Chicago switching district, to pay the higher Evans- 
ton, Ill., rates on hard and soft coal. The decision now is that 
Weber is entitled to take the same rates as Rogers Park, IIl. 
The Rogers Park rates are the flat Chicago rates plus 10 cents 
on soft coal and 20 cents on hard coal. In the prior report 
the Weber situation was considered and the Commission spe- 
cifically excluded that point from the zone entitled to take the 
10 and 20 cent plus rates allotted to Rogers Park. 

Commissioner Farrell wrote a detailed report in connection 
with this reversal, going enough over the prior reports, the 
first of which was made in July, 1922, to show. why, in his 
estimation, Weber should be taken out of the Evanston zone 
and put into the Rogers Park zone and why the contentions of 
the counsel for the complainant as to other phases of the case 
could not be sustained. Those contentions looked to the ap- 
plication of the flat Chicago rates to a much larger part of the 
Chicago district than the decisions of the Commission permit. 

The findings in this report are that the rates to Weber 
are and will be unduly prejudicial to the extent they . exceed 
or may exceeed the rates to Rogers Park and that the rates 
herein provided for Weber will not result in undue prejudice 
against points of destination other than Weber located in 
Evanston. The carriers have been given 60 days in which to 
take action required by the new findings. . - 

.Commissioner McManamy, dissenting,.in which he was 
joinéd by Commissioner Campbell, treated the failure of the 
railroads to accord flat Chicago rates on coal and coke to the 
Chicago district as arising and continuing over. the failure of 
the railroads to agree upon divisions. He pointed out that 


such flat rates were maintained on thousands of other com- 
modities in accordance with the Lowery switching agreement 
and that coal was excluded from that agreement on account 
of the inability of the carriers to agree upon divisions. The 
Milwaukee and the North Western, he said, were the principal 
disagreeing lines at that time, but that since the Commission’s 
last decision the Milwaukee had voluntarily submitted a pro- 
posal to the carriers’ Illinois and Indiana coal and coke com- 
mittee for the cancellation of all the plus charges on deliveries 
on its lines within the switching district. 

“That proposal,” said Mr. McManamy, “was defeated by 
one vote, that of the North Western, which bore the burden 
of the defense on the further hearing. In my opinion, such 
charges within the switching district create undue prejudice 
and preference and should be ordered removed. If that should 
materially affect the revenues of the North Western or other 
lines, there is an adequate remedy through readjustment of the 
divisions.” 

In illustrating the prejudicial situations he said existed by 
reason of the plus rates, Mr. McManamy said that different rates 
on coal prevailed on different sides of the same street in the 
Chicago district and that, by reason of the increased use of 
trucks, coal delivered within the flat rate or free zone, was being 
hauled past the doors of dealers compelled to pay the plus rates. 
He also pointed out that fuel oil was becoming a competitor 
of coal and that it was being delivered in the switching district 
without the payment of any additional charge. 

This report covers a sub-number, Same vs. Same, and No. 
18504, Same vs. Chicago & North Western. The latter was not 
filed until after the Commission’s second report in the title case. 
In that complaint it was alleged that rates to points in Evanston, 
other than Weber, were unduly prejudicial. 

The Commission affirmed the last previous findings, 123 
I. C. C. 169, except as to the rates to Weber and dismissed 
No. 18504. Prior reports other than the third were made in 
73 I: C. C. 161 and 89 I. C. C. 187. 


MEAT LIVESTOCK RELATIONSHIP 


With Chairman Lewis and Commissioners Eastman, Aitchi- 
son and Campbell dissenting, and Commissioners Meyer and 
Porter joining in the presentation of concurring views, the 
Commission, on further hearing, in No. 12357, Ogden Packing 
& Provision Company vs. Denver & Rio Grande, Director-Gen- 
eral et al., and No. 12741, Nevada Packing Company vs. South- 
ern Pacific et al., has affirmed the finding of division 3, 101 
I. C. C. 258, that the rates on fresh meats and packing house 
products, carloads, from Ogden, Utah, and rates on the like 
commodities and on by-products of livestock from Reno, Nev., 
to destinations in California were and are not unreasonable, 
unjustly discriminatory or unduly prejudicial. The complaints 
were dismissed by the division and like action has been taken 
by the whole Commission on this further hearing. 

The primary question was the relationship of the rates on 
livestock, on the one hand, with those on the products of live- 
stock, on the other. The complainants claimed the benefits of 
the reasoning in Squire & Company vs. Michigan Central, 4 
I. C. C. 611. The Commission said that this case differed from 
the Squire case in that the complainant in the Squire case 
drew the bulk of its livestock from the territory in which the 
competing packers were located and the rate adjustment had 
a material effect upon competition in the sale of the products. 
As the California packers drew the bulk of their livestock from 
sources near their plants, the report said, the rates on livestock 
purchased at Ogden by them did not prevent their underselling 
complainant in the markets naturally tributary to their plants. 
While there were two complainants, Commissioner Taylor, who 
wrote the report, spoke of them as one, the questions involved 
being the same. 

These complainants alleged that the rate relationship be- 
tween livestock and the products of slaughter was such that 
they could not compete with the California packers in the 
California markets, although the California packers, according 
to the estimates of the Utah packers, bought from 25 to 70 
per eent of the livestock handled at Ogden. The report said 
that it was with respect to the stock bought at Ogden and 
killed in California that complainants were concerned. 

Because of the spread in the rates the Utah packers claimed 
they were unable to compete in the California markets. They 
submitted figures which they claimed showed that complain- 
ants, on the basis of 17,068 pounds of products from one 26,000 
pound carload of cattle, were at a disadvantage of $72.48 when 
attempting to sell the products in competition with the Cali- 
fornia packers. 

In the original report the division that handled the case’ 

































































































































































































said that the Commission had recognized that there might be 
a competitive relationship between livestock and its products, 
as contended by the complainants in these cases, but that it 
had never established, for general application, products rates 
upon the basis of a fixed relation to the livestock rates and 
that the record in cases showed that no fixed relation had been 
observed in territories east of the one involved in these cases. 
In a general discussion on the subject of relationship, Com- 
missioner Taylor said: 


In Investigation of Alleged Unreasonable Rates on Meats, 22 
I. Cc. C. 160, we said that each rival packing house is entitled to 
reasonable rates upon the live animals from various points of pro- 
duction, and those rates should be fairly related one to another; that 
they were also entitled to reasonable rates upop the products to 
various markets of consumption, which should be fairly adjusted 
with reference to one another; and any locality which remains at 
a disadvantage after this has been done must sustain that burden, 
which is due to its location. The Ogden company’s principal wit- 
ness stated that when the plant was incorporated, California was 
the natural market, with substantially the same adjustment of rates 
as existed at the time of the original hearing. He admitted that 
the placement of the plant at Ogden was bad judgment. It is apparent 
from the record that complainant’s disadvantage results from factors 
other than the rate situation. 


@ommissioner Meyer, with whom Commissioner Porter 
joined, said while he concurred in the dismissal of the com- 
plaints, he felt that complainants’ rates were not what they 
should be. Their defects, he said, lay in the relation between 
the rates on live animals and the products. He said that in 
his judgment the relation between the rates on the animals 
and the products thereof directly determined, within limits, 
the location of slaughtering and packing plants and the degree 
of success with which they could be operated. The relation, 
he said, now varied greatly in different sections of the country. 

“Thus far we have not established a relation between these 
rates,” said Mr. Meyer, “but I think that we should do so, upon 
a proper record, and that the relation thus established should 
apply generally throughout the country except where facts 
presented to us clearly show that the departures therefrom 
are warranted. Manifestly we may not properly prescribe such 
relation upon this limited record.” 

Chairman Lewis, in his dissent, discussed the Hoch-Smith 
resolution and declared, among other things, that conditions 
now tended to draw industries to the coasts. Said he: 


Congress, by the Hoch-Smith joint resolution, directed us to 
make a thorough investigation of the rate structure and to make 
such changes as are necessary to produce several results prominent, 
among them being ‘fa natural and proper development of the country 
as a whole.” The charges here under attack on a carload of cattle 
purchased and killed at Ogden and then shipped to San Francisco 
are $72.48 greater than if San Francisco packers purchased the live 
stock at Ogden, moved it to San Francisco and slaughtered it there. 
This is the result of a rate structure under which cattle are carried 
782 miles from Ogden to San Francisco or 820 miles to Los Angeles 
for $10.60 per ton while it costs $20.60 to ship fresh meats and $16.50 
to ship packing house products from Ogden to the same destinations. 
Spreads, shown in this record, of 105 per cent between meat and 
eattle and 56 to 64 per cent between hogs and packing house prod- 
ucts are too great to afford Ogden, or the hinterland, opportunity 
to develop the conversion of its live stock into finished products. 
These three commodities load approximately the same. The spreads 
are possibly the widest that can be found in the country. Outside 
of the record, it appears that there have been some changes since 
this hearing closed, but the relationship is still 94 per cent between 
cattle and meat and 31 per cent between hogs and packing house 
products. Though we have not recognized fixed relationships be- 
tween live stock, fresh meats and packing house products, never- 
theless, the relation of rates from Ogden to the coast is out of line. 
This is revealed by the comparative compilation in the majority 
report which compares rates from Oklahoma City to Kansas City 
and Chicago, and from El Paso to New York with those here under 
attack. Contrary to the situation at Ogden, where the products of 
live stock carry much higher rates, Oklahoma shipped, during the 
period under consideration, fresh meats and packing house products 
at lower rates than rates on live stock. 


It is a fact that the rates of $1.03 on fresh meats and 82.5 cents 
on packing house products here under attack are lower than rates 
prescribed in Arizona Packing case. Measured by rates prescribed 
within the Southwest, the rates on fresh meats and packing house 
products attacked may not be so far out of line. It would therefore 
be difficult to condemn the present fresh meats and packing house 
products rates as unreasonable. Therefore the only finding that 
could be made would-be one’ of undue prejudice, and an order to 
remove the same might result in the carriers increasing the rates on 
livestock to the coast. Live stock is one of the commodities which 
according to the Hoch-Smith resolution is to be given the lowest 
possible lawful rates but this direction is not more binding on us 
than the one that the rate structure be adjusted so as to permit 
a natural and proper development of the country as a whole. Con- 
ditions now tend to draw industries to the coasts. It is difficult for 
me to understand the advantage of moving live stock, carrying all 
the wastes that result from slaughtering, out of the country in which 
the live stock is raised, to some highly congested industrial section 
to process it into meats. This contributes further to congestion of 
already highly congested centers and deprives the back country of 
that development which economically and geographically seems to 
belong to it. 

Under the rate structure here under attack, can there be any 
wonder that Ogden packers have been compelled to close their branch 
offices on the coast and practically go out of business; or any wonder 
that the record reveals that the location of a plant at Ogden was 
‘fll advised.”’ I favor a third section finding. 


Commissioner Eastman, dissenting, with whom Commis- 
sioners Aitchison and Campbell joined, said he agreed that the 
rates attacked were not and would not be unreasonable, “for 
the present level seems to be about right.” It followed, said he, 
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that they were unreasonable in the past in the period When 
they were on a materially higher level and that to that extey 
he disagreed with the majority in respect of the section j fing. 
ing. So far as section 3 was concerned, he said he agreed wit, 
much the chairman said in his dissent. The spread, he Bald, 
between these rates and the corresponding livestock rate 
was altogether too great. He said it was quite probable tha 
it would be difficult to establish a proper spread until the 
Commission had reached its conclusions in No. 17000, part q 
but that that was no reason for failing to make a finding her 
of unlawfulness under section 3, which would at least set the 
machinery in motion which would ultimately result in the egtap, 
lishment of the proper spread. 


DAIRY PRODUCTS REFRIGERATION 


The Commission, by division 4, in No. 17143, Pacific States 
Butter, Egg, Cheese and Poultry Association vs. Southern pg. 
cific et al., and fourth section application No. 11428, hag op. 
dered the carriers, not later than May 1, to substitute the cog. 
of-ice basis for the stated charge basis for standard refrigeratjop 
on carload shipments of butter, eggs, cheese, and dreggeq 
poultry from stations in California, Oregon, Washington, Idaho, 
Nevada and Arizona to interstate destinations. In a report 
written by Commissioner Eastman the Commission has found 
the stated charges for such refrigeration unjust and unreagop. 
able to the extent they exceeded or may exceed the charges 
that would have accrued under the cost-of-ice basis which pro. 
vides for the collection of charges equal to the cost of ice and 
salt furnished. ; 

In addition the Commission has found unjust and unre. 
sonable the Rule 240 surcharges, $5 if the journey from the 
point of initial icing is confined within the limits of a single 
origin group, $7.50 if it is confined within the limits of two 
contiguous origin groups, and 20 per cent of the stated charge 
if the journeys are longer. The surcharges are condemned ip 
their entirety. 

The Commission has found not unreasonable or otherwise 
unlawful the amendment to Rule 600(b) of the perishable pro- 
tective tariff which limits the transportation of perishable 
freight under refrigeration at less-than-carload rates to ship. 
ments weighing less than the minimum weight for car'oad 
shipments. 


A further finding was that the cost-of-ice basis was ap- 
plicable on carload shipments of the commodities involved from 
stations in Montana to destinations in California via Portland, 
Ore., and to destinations in Oregon, Washington and British 
Columbia. The Commission further found that the cost-of-ice 
basis plus stated replenishing charges was applicable to such 
shipments moving to destinations in California via Ogden and 
Salt Lake City, Utah. 


The Commission gave a summary of the prayers of the 
complaining association, the names of interveners and the 
position of the complainants and interveners on the subject of 
reparation, as follows: 


By complaint filed June 17, 1925, we are asked to (1) condemn 
as unjust, unreasonable and unlawful the stated charges for standard 
refrigeration of interstate carload shipments of dairy products from 
— in California, Oregon, Washington, Idaho, Nevada, and Arizona, 

ereinafter referred to as the six westermost states, and require the 
establishment of the cost-of-ice basis in place thereof; (2) condemn 
as unjust, unreasonable and unlawful the so-called rule 240 charges 
imposed upon interstate carload shipments of dairy products from 
points in the six westernmost states when such shipments are for- 
warded under instructions not to re-ice in transit; (3) find that car- 
load shipments of dairy products from points in Montana to destina- 
tions in California, Oregon, Washington and British Columbia have 
been overcharged; (4) find that the assessment of rule 240 charges 
on shipments from points in Idaho, Nevada and Arizona to destina- 
tions in Pacific coast states while no such ——— are applicable on 
similar shipments from more easterly ints to the same destinations 
results in violations of the long-and-short-haul provision of section 4 
of the interstate commerce act; and (5) find that the amendment of 
rule 600 (b) of section 6 of the perishable protective tariff, effective 
October 1, 1923, whereby the transportation of perishable freight under 
refrigeration at less-than-carload rates is limited to shipments weigh- 
nig less than the minimum carload weight, is unjust, unreasonable 
and unlawful. Reparation is sought. Refrigeration charges will be 
stated in amounts per car and freight rates in amounts per 100 pounds. 

Intervening petitions in su ene of the complaint were filed by 
the Railroad Commission of California, the Public Service Commission 
of Oregon, the Department of Public Works of Washington, the Public 
Utilities Commission of Idaho, the Board of Railroad Commissioners 
of Montana, the Public Service Commission of Nevada, and the 
Arizona Corporation Commission. Similar petitions were filed by the 
National Poultry, Butter and Ese Association, the American Associa- 
tion of Creamery Butter Manufacturers, the San Francisco Chamber 
of Commerce, the Petaluma Chamber of Commerce, and jointly by 
the Minnesota Cooperative Creameries Association, the Live Poultry 
& Dairy Shippers’ Traffic Association, the Fairmount Creamery C0. 
the Beatrice Creamery Co., Wilson & Co., Inc., Cudahy Packing Co., 
Armour & Co., and Swfit & Co. 

In none of these petitions is reparation asked. In intervening 
egensene filed in support of the complaint reparation is sought by the 

ashington Cooperative Egg & Poultry Association, the Pacific Co, 
operative Poultry Producers, and certain corporations, firms an 
individuals, by thé Tillamook County Creamery Association and 
certain corporations, firms and individuals, by the Idaho Dairy Pre, 
ducers’ Association, and by Swfit & Co., Western Meat Co., Oaklan 
Meat & Packing Co., and Nevada Packing Co. 


Commissioner Bastman said that at present the stated 
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applied throughout the country on the fruit 
charge basis "trae. but that in general the cost-of-ice basis 
- applied on dairy products and also on such commodities 
pg meats, packing house products, fish, cereal beverages, 
onuts. 
ea ig the six westernmost states mentioned, how- 
he said, had to choose, when they desired refrigeration 
pen Bi on carloads of dairy products, between full standard 
ae eration at stated charges and initial icing with no re-icing 
ye pon For practical purposes, he said, they might not elect 
= pave the car initially iced and a specified amount of ice 
7 ced in the bunkers at one or more icing stations en route, 
r in that event, the stated charge would be assessed. In 
that respect, Mr. Eastman said, the shipments of dairy prod- 
ucts from the states mentioned differed from those originating 
in other parts of the country. They also differed, he said, in 
that on carload shipments initially iced and shipped with in- 
structions not to re-ice in transit there was assessed additional 
charges provided in Rule 240-D, of $5, $7.50 and 20 per cent of 
the stated charge hereinbefore mentioned. 


Broadly speaking, the issue was as to whether the existing 
stated-charge rates should be allowed to stand on these dairy 
products or whether the cost-of-ice method should be substi- 
tuted. That method was prescribed in various parts of the 
country and first definitely established on meats and dairy 
products in In the Matter of Private Cars, 50 I. C. C. 652. In 
general the stated-charge method for application on fruits and 
vegetables was approved in Refrigeration Charges on Fruits 
and Vegetables, 29 I. C. C. 653, the whole subject being recon- 
sidered in the Private Car case, supra. The carriers, in sub- 
stance, contended that the stated-charge method was used to 
fit the level of the line-haul rates, which was not high enough 
to warrant the use of the cost-of-ice method. 


The summing up discussion and the findings, except that 
certain of the parties in the case are entitled to reparation, 
follow: 


The question, as we see it, is not whether the carriers have taken 
these elements of refrigeration cost into consideration in arriving 
at the freight rates, but whether those rates are in fact sufficiently 
high to provide compensation for such costs. If they are sufficiently 
high, the reasons which impelled the carriers to bring them to that 
level are of little importance. In our opinion, after considering the 
many comparisons of record with rates on dairy products subject 
to the cost-of-ice basis which we have ourselves prescribed in other 
parts of the country and with rates on such perishable commodities 
as fruits and vegetables, fresh meat and packing-house products, 
we are convinced that in general they are sufficiently high so that 
the cost-of-ice basis can be established on the traffic in question 
without injustice to defendants. It is true that our decision in 
Westbound Transcontinental Refrigeration Charges, 34 I. C. C. 140 
went only so far as to decide that the westbound transcontinental 
rates on dairy products included compensation for the supervision, 
bunker damage and ice haulage incident to the initial icing; but it 
should be borne in mind that so far as the replenishing charges 
approved in that case were concerned, we stated that the record was 
insufficient upon which to base a finding on ‘other. than the rea- 
sonableness of the charges inyolved,’’ and refused to determine the 
merits of the cost-of-ice basis in connection with the traffic in ques- 
tion. Here no such insufficiency of record exists. 


Turning to minor allegations of the complaint, it appears that 
fourth-section violations exist in connection with the refrigeration 
charges on shipments of dairy products from points in Idaho, Nevada 
and Arizona to destinations in Pacific Coast States, and defendants 
have advanced no sufficient reason for relief in connection with such 
violations. In view of our general conclusions, however, it is un- 
necessary to determine the extent of these violations, for they will 
be eliminated by the change in refrigeration charges for the future. 
The amendment of rule 600 (b) of section 6 of the perishable pro- 
tective tariff, which is attacked, has in certain instances resulted in 
inconsistencies which it is not possible to defend. The most im- 
portant cause contributing to these inconsistencies, however, seems 
to be the low level of the less-than-carload rates applicable to dairy 
products between various Pacific Coast points and the fact that less- 
than-carload shipments are iced without charge, except so far as a 
charge therefor may be included in the line-haul rate. Under our 
findings below, carload shipments will for the future be subject to 
the cost-of-ice basis, which will also fix the measure of reparation 
in the past. There may have been and — continue to be situa- 
tions where the application of less-than-carload rates without sep- 
arate payment for icing would have resulted or would result in 
lower aggregate charges, but this is not proof of the unreasonable- 
ness of the application of carload rates and section 4 charges for 
ice and salt furnished. Such situations lead to uneconomic methods 
of shipping and ought to be corrected, but it would seem on this 
record that correction should be accomplished by changes in the 
less-than-carload rates. 

Under the circumstances and conditions disclosed of record we 
find that the stated charges imposed by defendants under section 2 
of the perishable protective tariff for standard refrigeration of car- 
load shipments of dairy products from points in California, Oregon, 
Washington, Arizona, Nevada and Idaho to destinations in other 
States and interstate between points within the states named have 
een, are, and for the future will be unjust and unreasonable to the 
extent that they exceeded, exceed, or may exceed the charges that 
would have accrued or would or may accrue under the cost-of-ice 
basis as provided in section 4 of the perishable protective tariff. 

Under the circumstances and conditions disclosed of record we 
further find that the surcharges under rule 240 of section 2 of the 
perishable protective tariff imposed by defendants upon shipments of 
airy products from points in California, Oregon, Washington, Arizona, 
Nevada and Idaho to destinations in other states and interstate 
between points within the states named have been, are, and for the 
future will be unjust and unreasonable, and should not have been 
or be imposed. 

We further find that the amendment of rule 600 (b) of section 6 
of the perishable protective tariff, effective October 1, 1923, whereby 
he transportation of perishable freight under refrigeration at less- 
than-carload rates is limited to shipments weighing less than the 
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minimum weight for carload shipments, is not shown to have been 
or to be unjust, unreasonable, or otherwise unlawful. 

We further find that the cost-of-ice basis provided in section 4 
of the perishable protective tariff was and is applicable to the refrig- 
eration of dairy products for the through movement from points in 
Montana to destinations in California via Portland, Oregon, and to 
destinations in Oregon, bane. aton and British Columbia, but that 
to the refrigeration of dairy products moving from points in Montana 
to points in California via either Oregon or Salt Lake City, Utah, 
the cost-of-ice basis provided in said section 4 was and is applicable 
to Ogden or Salt Lake City plus the replenishing charge provided 
in section 3 of the perishable protective tariff beyond. 


Commissioner Woodlock, dissenting, in part, said the facts 
disclosed in the report about the tariffs carrying the refrigera- 
tion charges showed an urgent need of tariff reform. He said 
the majority conceded that the cost-of-ice basis did not cover 
the entire cost of the refrigeration service, but that it con- 
cluded that the line-haul rates were high enough to include 
any deficit. The linehaul rates, he said, were not in issue. 
The carriers, he said, should be required at once to revise their 
tariffs to conform with section 6 by providing, in clear and 
definite manner, reasonable linehaul rates and refrigeration 
charges separately stafed. His view was that the record did 
not warrant an award of reparation. 





ARIZONA POWDER ADJUSTMENT 


Arizona commission-made rates on powder and high ex- 
plosives, according to the Commission’s decision in No. 16412, 
rates on powder and high explosives, in carloads, within the 
state of Arizona, have not been shown to subject persons 
and localities outside of that state to undue prejudice and dis- 
advantage nor to result in unjust discrimination against inter- 
state commerce. The rates alleged to cause the undue preju- 
dice and unjust discrimination were those applicable from Cur- 
tiss. This report also covers No. 14687, Apache Powder Co. 
vs. Arizona Eastern et al. It was written by Chairman Lewis. 

The title case was instituted by the Commission on the 
complaint of the Santa Fe, Southern Pacific and El Paso & 
Southwestern to determine whether the intrastate rates from 
Curtiss and Kennard, Ariz., prescribed by the Arizona commis- 
sion in August, 1923, caused undue prejudice against interstate 
commerce shippers and undue preference for shippers under 
the intrastate rates. 

In the formal docket complaint by the Apache Powder Co. 

it was alleged that the interstate rates from Curtiss and Ken- 
nard to destinations in New Mexico, Colorado, Utah, Nevada 
and California and the republic of Mexico were unreasonable, 
unjustly discriminatory and unduly prejudicial. The hearing 
in that case was held in May, 1923, but it was consolidated with 
the Commission-initiated hearing. The Apache company under- 
took the defense of the intrastate rates. 
e Arizona rates not having been shown to subject persons 
and localities outside that state to undue prejudice and disad- 
vantage or to result in unjust discrimination against interstate 
commerce, the Commission has discontinued its own case. 


In the Apache case it has found that the rates on the 
commodities involved are unreasonable and unduly prejudicial, 
from Curtiss to destinations in California, Nevada, Utah and 
New Mexico to the extent they exceed or may exceed second 
class, minimum 28,000 pounds. 

The Commission further found that the interstate rates 
maintained by the defendants named in the formal complaint 
from Curtiss were and would be unduly prejudicial to the com- 
plainant and unduly preferential of shippers in California, Utah 
and Colorado to the extent that the rates from Curtiss to points 
in California, Nevada, Utah, Colorado and New Mexico failed 
to bear the percentage relationship to the rates for interstate 
transportation from shipping points in California, Utah and 
Colorado to destinations in California, Arizona, New Mexico, 
Nevada, Utah and Colorado which would result from the main- 
tenance of the following basis: 


From Curtiss on the basis prescribed as reasonable. 

From points in California, Utah and Colorado on the basis of 
the contemporaneous second-class rates, subject to a minimum weight 
of 28,000 pounds. 

Considerations of tariff simplicity suggest the desirability of 
effecting this revision by amending the classification exceptions to 
provide a rating of second class and a minimum of 28,000 pounds. 

We further find that, in so far as the transportation takes place 
within the United States, the failure of the defendant, Southern Pa- 
cific Company, to participate in joint through rates on powder and 
other high explosives, in carloads, from Curtiss to destinations in the 
Republic of Mexico located on the lines of the Southern Pacific Rail- 
road Company of Mexico, on the same level, distance considered, as 
the joint rates contemporaneously participated in by the said de- 
fendant on the same commodities, in carloads, from producing points 
in California to the same destinations, results, and for the future 
will result, in undue prejudice to complainant at Curtiss and undue 
preference of shippers from said California producing points and 
that this undue prejudice and preference should be removed. 


In the course of its consideration of the relationship of 
the rates from Curtiss to Arizona points, the Commission noted 
that in the period covered by the earning figures submitted the 
per-car earnings produced by shipments made from Curtiss to 
Arizona destinations materially exceeded the car-earnings that 
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would be produced by the interstate rates herein prescribed 
for similar distances computed on the lighter loading from 
California points. In. disposing of the intrastate phase of the 
matter, the Commission said: 


Under the issues before us the only intrasatte rate structure 
which we could here change upon a proper showing is that in Ari- 
zona. The evidence shows, however, that the carriers are voluntarily 
maintaining numerous intrastate rates on these commodities within 
California, particularly to the southern part of that state, which are 
relatively lower than the intrastate rates in Arizona of which they 
complain. And it should be here noted that no California producer 
or manufacturer of explosives is here contending that the Arizona 
intrastate rates are unduly prejudicial. Nor does the record before us 
afford a sufficient basis for finding that the Arizona intrastate rates 
will, from a revenue standpoint, result in casting a burden on inter- 
st-te commerce. We have, therefore, a situation wherein the intra- 
si ce rates imposed by authority of the Arizona commission do not 
cast a burden upon or result in unjust or unreasonable discrimina- 
tion against interstate commerce, of itself, or in undue prejudice or 
disadvantage to persons or locatlities shipping in interstate commerce 
from outside the state of Arizona, as those conditions are dealt with 
in Wisconsin R. R. Comm. vs. C. B. & Q. R. R. Co., 257 U. S. 563. 
Also see Rate on Sulphuric Acid from Natrona, 148 I. C. C. 403. No. 
16412 will accordingly be discontinued. 

As has been shown, the existing interstate rate structure on the 
considered commodities presents a picture of a maladjustment. We 
are here attempting to correct this situation by the prescription of 
a reasonable basis of rates. 
afford opportunity to develop whether the contemporaneous rate levels 
maintained not only in Arizona but in any of the other states where 
the rates here prescribed are applied on interstate traffic result in 
undue prejudice to or unjust discrimination against interstate com- 
merce. 


The order of the Commission requires the carriers to re- 
move the undue prejudice, as hereinbefore indicated, not later 
than April 15. 

Commissioner McManamy, dissenting in part, said he did 
not agree with the majority that the Arizona rates did not and 
would not result in unjust discrimination against interstate 
commerce. The interstate rates prescribed by the Commission, 
he said, amounted to about 85 per cent of the first class rates 
prescribed in the Arizona Corporation Commission case, 113 
IL. Cc. Cc. 52. To ten representative destinations in Arizona, he 
said, the intrastate rates from Curtiss ranged from 51 to 72 
per cent of the first class rates prescribed in the case men- 
tioned and averaged about 63.3 per cent of those rates. He 
attached a table of rates showing wide disparities between the 
state and interstate rates. Those disparities he said, appeared 
to be, on the whole, much greater than those existing in the 
interstate rates. Therefore, he said, the majority finding was 
inconsistent in that the less aggravated rate situation was 
declaged unlawful, while the more aggravated was declared 
lawful. He said that the finding of the majority rested in part 
upon the difference in the average carloading between the state 
and interstate traffic. It was hazardous to assume that that 
difference would continue. He pointed out that the minimum 
in Arizona would continue to be 26,000 pounds while the intey 
state minimum would be 28,000 pounds. Thus, he said, the 
lower rates would apply in connection with the lower minimum 
and the higher rates in connection with the higher minimum, 
just the reverse, he said, of the usual and approved basis. 


UNDUE PREJUDICE ON PLASTER 


The Commission, by division 3, in No. 20110, Blue Diamond 
Co. vs. Western Pacific et al., has found not unreasonable but 
unduly prejudicial the rates on plaster and plaster products, 
carloads, from Los Angeles, Calif., to destinations on the South- 
ern Pacific in Oregon to the extent they exceeded or may ex- 
ceed, on carloads of 80,000 pounds, the rates from Gerlach and 
Ludwig, Nev., by more than 7 cents per 100 pounds. The undue 
prejudice to Los Angeles and undue preference of the Nevada 
points are to be removed not later than April 5. Damage to 
the complainant, the report said, was not established and ac- 
cordingly reparation was denied. 


IMPORTED PIG IRON 


An order of dismissal has been made in No. 19933, Gurney 
Heater Manufacturing Co. vs. Boston & Albany, the Commission, 
by division 3, finding not unreasonable the rate of $1.39 per 
long ton on imported pig iron, prior to July 1, 1926, from East 
Boston to Framingham, Mass. Prior to April 1, 1923, the rate 
was $2.30. On that day it was reduced to $1.89 and on July 
1, 1926, to $1.39. The Boston & Albany said it reduced its rate 
to meet the competition of a rate of $1.39 which the Boston & 
Maine established at Everett, Mass. 


USED COTTON BATTING 


The Commission, by division 3, in No. 20399, Aaron Ferer 
& Sons et al. vs. Belt Railway of Chicago et al., has found un- 
reasonable the rates on old or used cotton batting, in machine 
pressed bales, in straight carloads or in mixed carloads with 
rags, from Omaha, Neb., to St. Louis, Mo., Detroit, Mich., and 
Denver, Colo., to the extent they exceeded or may exceed 26 
cents to St. Louis, 51 cents to Detroit and 56.5 cents to Denver, 
awarded reparation and prescribed the rates to be made effective 
not later than March 20. They are to be based on a minimum 


Future operation under this basis will. 
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of 24,000 pounds subject to rule 34. In some instances the 
mission found that the rates charged were inapplicable byt not 
otherwise unlawful except as to reasonableness. 


SECOND-HAND TIGHT BARRELS 


The Commission, by division 4, has dismissed No, 19585 
Liberty Cooperage & Lumber Co. vs. Pennsylvania et al, and 4 
sub-number Same vs. Same, finding not unreasonable, Unjustly 
discriminatory or unduly prejudicial the rates applicable on 
old, second-hand, tight, wooden barrels, carloads, from St. Louiy 
Mo., and from several points in Kentucky, to various pomts j, 
official classification territory. 


SAND AND GRAVEL 


The Commission, by division 3, in No. 19724, McClain Sand 
Co. vs. Monongahela et al, has found unreasonable the rates g) 
sand and gravel from Morgantown, W. Va., to specified design. 
tions in western Pennsylvania to the extent they exceed orm 
exceed rates made in accordance with the scale prescribed in 
Buckland vs. Boston & Albany, 139, 1. C. C. 88, designated a 
scale A for single line hauls plus 20 cents per ton for move 
ments over two or more line-haul carriers. The Commissio, 
said that the use of that scale would remove any undi 
prejudice complained of. The rates are to be made effective no 
later than March 20. 


CORN WAS MISROUTED 


The Commission, by division 4, in No. 16493, Beaumont 
Export & Import Co. vs. Louisiana Western et al., has found 
that carloads of corn, from points in Nebraska, originally 
destined to New Orleans, La., for export, and reconsigned ty 
Orange, Tex., in October, 1921, were misrouted by the Missouri 
Pacific and that the collection of the charges claimed by the 
carriers to be due but unpaid, would result in unreasonable 
charges to the extent that they would exceed those applicable 
over the routes over which the shipments should have moved, 
Waiver of the collection of charges in excess of those found 
reasonable was authorized and directed and the complaint dis. 
missed. The Commission said it understood that charges equal 
to those found reasonable had been collected. 


WRAPPING PAPER RATES 

No. 18527, J. H. Newbauer & Co. et al. vs. Northwestem 
Pacific et al., has been dismissed, the Commission, by division 
3, finding not unreasonable the rates charged on wrapping 
paper, carloads, from Vancouver, Wash., to San Francisco, 
Santa Rosa, Sacramento, Modesto and Fresno, Calif., shipped 
in 1924 and 1925. The Commission said that damage by reason 
of = undue prejudice that might have existed had not been 
proved. ’ 





STORE AND OFFICE, FIXTURES 

: ‘The Commission, by division 3, has dismissed No. 18983, 
National Show Case Co. vs. Seaboard Air Line et al., anda 
sub-number, Same vs. Same, finding not unreasonable the rates 
on store and office fixtures, carloads, from Columbus, Ga., to 
Miami and Jacksonville, Fla. It further found rates on those 
commodities, from Columbus to Miami, prior to February 8, 
1927, and to Jacksonville, prior to January 15, 1928, unduly 
prejudicial but that subsequent to those dates and at present 
the rates were not unduly prejudicial. Reparation was denied. 
The complaint alleged the rates were unduly prejudicial to 
Columbus and unduly preferential of Atlanta, Ga., and Char 
lotte, N. C. Readjustment of the rates on the dates mentioned, 
the complainant and the Commission said, removed the undue 
prejudice. 





IRON AND STEEL ARTICLES 

In a supplemental report in No. 18554, Wyeth Hardware & 
Manufacturing Co. et al. vs. Alton & Eastern et al., the Commis 
sion, by division 1, has corrected its prior report, 147 I. C. C. 611, 
so as to find the assailed fifth class rates, applicable from points 
in Wisconsin, Illinois, Iowa and Missouri, and from east bank 
Mississippi River crossings, on iron and steel articles, carloads, 
originating east of the Indiana-Illinois line to St. Joseph, Mo. 
and Atchison, Kan., not unreasonable but unduly prejudicial to 
those destination points, to the undue preference of intermediate 
destinations in Missouri which are accorded commodity rates 
lower than fifth class from the same points of origin. It found 
that the undue prejudice should be removed either by reducing 
the rates to St. Joseph and Atchison to a basis not higher than 5 
cents less than the applicable fifth class rates, or by increasing 
the rates to the intermediate points to the fifth class basis. It 
further found that the evidence did not show that complainants 
and intervener had been damaged by the undue prejudice. That 
undue prejudice is to be removed not later than April 5. 


CANADA-U. S. CYANAMID RATES 


In a report written by Commissioner Meyer, in I. and S. 
No. 3114, cyanamid and crude cyanide from Niagara Falls, Ont. 
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nk line, New England and C. F. A. points and 
. 4 vation, the Commission holds that it has no jurisdiction, 
angel a complaint or suspension proceeding, to consider the 
“2 ‘fulness of joint rates or proposed joint rates between points 
the United States and points in Canada, except for the pur- 
of ascertaining damages sustained in consequence of the 
aad py the carriers subject to its jurisdiction, of their statu- 
— duty to make and publish just and reasonable rates 
oe licable to that part of the transportation within the United 
pa and, except that it may require the carriers subject to 
jurisdiction to establish and maintain for the future just and 
easonable rates applicable to that part of the transportation 
within the United States. The report also embraces I. and S. 
No. 3187, cyanamid and cyanide from Niagara Falls, Ont., to 
certain eastern and New England Cities (2). ; ; 

Having no jurisdiction over the rates in question in these 
suspension proceedings, the Commission has vacated its sus- 
pension orders and discontinued the proceedings. 

The cases were instituted because of protests made by 
American owners of cyanamid plants at Niagara Falls, Ont., 
against proposed increases in rates on the traffic indicated by 
the Canadian National and carriers in the United States. The 
increases proposed were made on account of the opposition of 
carriers in the United States to reduced rates published by some 
of the originating lines and their connections, out of which grew 
threats that unless the old basis was restored powers of 
attorney to establish rates would be revoked and combinations 


would be left to apply. 


SAND SCALE PRESCRIBED 


A finding of unreasonableness and an order establishing 
new rates, in accordance with a mileage scale, not later than 
March 20, have been made by the Commission, division 3, in 
No. 19280, Fairfax Sand & Crushed Stone Company vs. Balti- 
more & Ohio et al., as to rates on sand and crushed stone, 
from Pierce, W. Va., to points in West Virginia, Pennsylvania 
and Maryland. Pierce is a point on the Western Maryland, 
about 39 miles northwest of Elkins, W. Va. The scale pre- 
scribed begins with a rate of 60 cents per net ton for 15 miles 
and under, becoming 70 cents at 25 miles; 80 cents at 40 miles; 
90 cents at 60 miles; 100.cents at 80 miles and 110 cents at 
100 miles. From that point it progresses in 10-cent increases 
for each 25 miles and runs out at 150 cents for 200 miles. 


SEWER PIPE RATE 


The Commission, by division 4, in No. 20683, Shearman 
Concrete Pipe Company vs. Rock Island, has found inapplicable 
the rate charged on one carload of sewer pipe shipped from 
North Little Rock, Ark., to Kremlin, Okla., in 1924. A rate of 
48 cents was charged. The Commission found that the ap- 
plicable rate was 29.5 cents and awarded reparation to that 
basis. Commissioner Woodlock noted a dissent. 


SALT TO OKLAHOMA 


The Commission, by division 3, in No. 19668, Oklahoma City 
Chamber of Commerce et al. vs. Arkansas Valley Interurban et 
al. has found unreasonable the rates on common salt, carloads, 
from points in Louisiana and Grand Saline, Tex., to destinations 
in Oklahoma, to the extent they exceeded or may exceed the 
rates prescribed in Salt Between Western and Southwestern 
Points, 120 I. C. C. 91, called the Salt Case. A similar finding 
has been made as to the rates on salt from mines in Kansas to 
destinations in Oklahoma. Reparation was awarded in respect 
of designated movements from the three states to Oklahoma and 
the carriers were required to make new rates effective not later 
than March 15. Commissioner Taylor dissented from the awards 
of reparation for the reasons set forth in Mississippi Railroad 
Commission vs. A. & V., 120 I. C. C. 569. The report also em- 
braces No. 19796, Boswell-Haynes Co. et al. vs. Santa Fe et al., 
and No. 19800, Hale-Halsell Co. vs. Same. 


SAND AND CRUSHED STONE 


The Commission, by division 3, in No. 19841, Cumberland 
Cement & Supply Co. vs. Baltimore & Ohio et al., has found un- 
reasonable the rates on sand and crushed stone, from Cumber- 
land, Md., to destinations west thereof in Maryland, Pennsylvania 
and West Virginia to the extent they exceeded or may exceed 
those made in accordance with a scale for single-line rates plus 
20 cents per ton for line hauls over the rails of two or more car- 
riers. The scale begins with 60 cents per ton for hauls of 15 
miles or under and progresses in 10-cent increases for blocks 
varying from 10 to 25 miles, running out at 200 miles with a rate 


of 150 cents. The new rates are to be established not later than 
March 20. 


STATE-INTERSTATE POTATO RATES 
_ The Commission, by division 3, has dismissed No. 20448, 
Kilgore Seed Company vs. Seaboard Air Line, finding that 32 
carloads of seed potatoes sent from Jacksonville, Fla., where 
Some changes in lading were made, and then reshipped to Plant 
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City, Fla., were properly charged interstate rates. The pota- 
toes came from outside of Florida. The Commission implied, 
in its report, that the changes in lading were artificial. 

“Obviously,” it said, “the purpose was to support the claim 
that the movement beyond Jacksonville was intrastate. Under 
the circumstances, the true character of the outbound carload 
shipments cannot be considered to have been changed by mere 
artificial changes in the lading.” 


AUTOMOBILE DEMURRAGE 


The Commission, in a report written by Commissioner 
Woodlock, in No. 19689, Sengel Motor Company vs. Kansas City 
Southern, has come to the conclusion that demurrage charges 
collected at Fort Smith, Ark., in 1926, on three carloads of auto- 
mobiles which had moved under order-notify bills of lading 
from Lansing, Mich., were applicable. It has therefore dis- 
missed two sub-numbers, Same vs. Midland Valley and Same 
vs. Fort Smith & Western. The title complaint was withdrawn. 
The cases were handled under the shortened procedure but 
were considered by the whole Commission and made the sub- 
ject of a report by a commissioner. The complainant contended 
that no demurrage accrued because no notice of constructive 
placement and no actual placement of cars was made and that 
no notice that the cars were unclaimed was wired to the ship- 
per after the cars had remained on hand five days unclaimed. 
Mr. Woodlock pointed out that the cars were held for sur- 
render of bill of lading and that the rules provided for the 
accrual of demurrage on such cars whether they had or had 
not been placed. As to the contention that the consignor was 
entitled to notice of refusal or unclaim as a condition precedent 
to the accrual of demurrage, Mr. Woodlock pointed out that 
the consignee, in this case, was claiming exemption from 
demurrage. 


STRAWBERRY REFRIGERATION 


The Commission, on reconsideration, in No. 17095, W. F. 
Allen & Co. et al. vs. Atlantic Coast Line et al., has reversed 
division 3, made in the title case and a sub-number thereunder, 
National Traffic Service Association et al. vs. Atlantic Coast 
Line. That division, in 136 I. C. C. 621, found that the refrigera- 
tion charges collected on shipments of strawberries, between 
April, 1923, and May, 1925, from points in the Carolinas to 
various eastern destinations were inapplicable and awarded 
reparation. The Commission now finds that the charges were 
applicable and dismisses the complaints. 

This report also covers No. 18295, George Allison & Co. et al. 
vs. Atlantic Coast Line et al., a case involving shipments from 
the same states to the same general area of destination and 
presenting similar issues. The Commission found that some of 
the claims were barred by the lapse of time. 

One of the major questions was as to whether the shipments 
were carloads. Another was whether the instructions given by 
the shippers called for standard carload refrigeration. The 
Commission decided that they were carload shipments within 
the meaning of the perishable protective tariff and that the 
refrigeration charges attacked were applicable and were not 
unreasonable. 

Commissioners Campbell, McManamy and Taylor noted a 
dissent. 


TOILET PAPER AND PAPER TOWELS 


The Commission, by division 3, has dismissed No. 20760, 
Albany Perforated Wrapping Paper Co. vs. Atlantic Coast Line 
et al., finding not unreasonable or otherwise unlawful the third 
class rate on toilet paper and paper towles, in less than car- 
loads, from Albany, N. Y., to Lynchburg, Va. The issue grew 
out of the conflict in rates, in so far as the fourth section was 
concerned, caused by the mismatching of classifications in the 
border territory around Lynchburg, lower rates being in effect 
to points beyond than to Richmond. The Commission said the 
rate in issue in this case was being dealt with in No. 15879, 
Eastern Class Rate Investigation, and that no attempt should 
be made now on this record to adjust the disparity of the rates 
governed by the two classifications, official and southern. 


SECOND-HAND RAILROAD RAILS 


A finding of unreasonableness and an award of reparation 
have been made in No. 20420, Hardaway Contracting Co. vs. 
Atlantic Coast Line et al., as to the rate of $4.95 per net ton 
on second-hand raijlroad rails and railway track material, in 
mixed carloads, from Albany, Ga., to Norfleet, Fla. The Com- 
mission, by division 3, has found the rate unreasonable to the 
extent it exceeded $3.83, arrived at by consideration of changes 
in rates caused by the publication of rates in accordance with 
the decision in the southern Class Rate Investigation, which 
went into effect January 1, 1927. 


IMPERIAL APPLICATION DENIED 


The Commission, by division 4, in Finance No. 7007, pro- 
posed construction of line by Imperial Railroad Co., has denied . 
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the application for a certificate authorizing the applicant to 
build a line from Mendenhall, Miss., to Birmingham, Ala., which, 
with branches shown on the map submitted with the applica- 
tion, would be 294 miles long. The company, the report said, 
was alleged to have been incorporated under the laws of Missis- 
sippi by M. F. Mann, with an authorized capital stock of 
$25,000, of which $10,000 had been issued to Mr. Mann in ex- 
change for land which the report said could not be used for 
railroad purposes. The other stock, the report said, was to be 
issued to two daughters and a son of Mr. Mann. 

Cost of construction was shown at $600,000 or about $2,000 
per mile, which Mr. Mann said would be furnished by lumber 
interests, the opening of whose territory would be brought 
about by the construction of the line. 

The Illinois Cental, Gulf & Ship Island, St. Louis-San Fran- 
cisco, Canton & Carthage, the Pearl River Valley Lumber Co., 
the Marietta Lumber Co. and citizens of the city of Carthage 
and Leake county, Miss., intervened in opposition. The railroad 
interveners estimated that it would cost $18,000 a mile to build 
the railroad and that the cost of maintenance would be $1,500 
a mile per annum instead of the $200 estimated by the promoter. 
The report said Mr. Mann had never been over the whole of 
the proposed right of way and did not know the number of 
bridges or trestles that would be needed. The report said the 
estimates were wholly unsupported by proof and that there was 
nothing of record to sustain the contention of the applicant that 
the line was needed or even desired by the localities proposed 
to be served. 


B. & M. READJUSTMENT 


The Commission, by division 4, in a second supplemental re- 
port in Finance No. 5504, has authorized the Boston & Maine to 
change its plans in respect of projects to be carried out by the 
use of funds obtained by the issue of $13,000,000 of 7 per cent 
prior preference stock. The changed plans have resulted in the 
expenditure of $5,422,913. To carry out the changed plans 
$2,986,631 more will be spent. The prior reports are in 111 I. C. 
C. 457 and 124 1. C. C. 688. 


NEW YORK CENTRAL UNIFICATION 


Unification of the New York Central system, on conditions, 
has been found by the Commission, in Finance No. 5690, to be 
in the public interest. The principal condition is that before 
making of the 99-year leases proposed as the method of unifica- 
tion, the New York Central acquire six short lines. They are: 
Boyne City, Gaylord & Alpena, called the Alpena; Chicaog, Attica 
& Southern, called the Attica; the Federal Valley; the steam 
railroad parts of the Fonda, Johnstown & Gloversville, called the 
Fonda; the Owasco River Railway, called the Owasco, in so 
far as what is known as the southern segment is concerned, and 
the Ulster & Delaware. 

The proposal to bring the members of the New York Cen- 
tral into closer unity was embodied in the finance docket already 
mentioned, and Finance No. 5688, acquisition of control by the 
Cleveland, Cincinnati, Chicago & St. Louis, called the Big Four. 

On the condition indicated and some subordinate ones, the 
Commission found in the public interest: 


Acquisition by the Cleveland, Cincinnati, Chicago & St. Louis 
Railway ange ned of control, under lease, of the railroad properties 
(a) of the Cincinnati Northern Railroad Company and (b) of the 
Evansville, Indianapolis & Terre Haute Railway Company, and 
acquisition by the New York Central Railroad Company of control, 
under lease, (a) of the railroad system of the Cleveland, Cincinnati, 
Chicago & St. Louis Railway Company, including all right, title, and 
interest of said company in the properties of the Cincinnati Northern 
Railroad Company, the Evansville, Indianapolis & Terre Haute Rail- 
way Company, the Peoria & Eastern Railway Company, and thé 
Kankakee & Seneca Railroad Company, (b) of the railroad system 
of the Michigan Central Railroad Company, and (c) of the railroad 
properties of the Chicago, Kalamazoo & Saginaw Railway Company. 


The purpose of the leases, according to the applicants, was 
to bring about the handling of the properties by one strong 
operating unit. At the present time there are three units— 
the New York Central, the Big Four and the Michigan Central. 
They are separate units, although the companies are under com- 
mon control. 

The report stated that on behalf of the applicants it was 
contended that the New York Central Lines had been built up 
with a view to a properly coordinated system, and that the opin- 
ion was expressed that the leases were steps leading in the 
direction of consolidation. Applicants claimed that unification 
would result in an annual saving of $1,000,000. 

Nine out of 71 short lines connecting with the system in- 
tervened for the protection of their interests. The Commission 
found that the six short lines that were to be included in the 
unification were supplementary to and operated in connection 
with the New York Central to a very considerable extent. It 
discussed at some length the policy of requiring that the short 
lines named be included, and the contentions of minority stock- 
holders. The findings follow: 


Upon the facts presented, we find that the proposed acquisi- 
tion by the Big Four of control of the railroad properties of the 
Cincinnati*‘Northern and. the Terre Haute, and the proposed acquisi- 


tion by the New York Central of control of the railroad gs stem 
the Big Four, including all right, title, and interest of the Big AY 
in the properties of the Cincinnati Northern, the Terre Haute the 
Peoria & Eastern Railway Company, and the Kankakee @ Seneca 
Railroad Company, the railroad system of the Michigan Central, 
and the railroad properties of the Kalamazoo, under, and for th 
considerations and upon the terms and conditions set forth in . 
proposed leases, which considerations and terms and conditions ¥ 
find to be just and reasonable in the premises, will be in the publie 
interest. 

We further find that preservation of the lines of the Alpena, the 
lines of the Attica, the line of the Federal Valley, the steam ‘pi. 
roads of the Fonda, that part of the Owasco’s properties hereinbefore 
referred to as the southern segment, and the lines of the Ulster ig 
required by public convenience and necessity and for the mainte 
of an adequate transportation system, as conceived and provided tor 
by the transportation act, and that they are shown to be comple. 
— to and properly apportionable to the New York Central 
system. 

We therefore find that our authorization of the unification herein 
proposed should be upon the express condition that before said |e 
become effective, the New York Central shall offer to acquire the }in 
of the Alpena, the lines of the Attica, the line of the Federal Valley 
the steam railroads of the Fonda, that part of the Owasco’s properties 
hereinbefore referred to as the southern segment, and the lines of 
the Ulster, for considerations equal to the commercial value of the 
respective properties as determined by agreement between the par. 
ties, or by arbitration in the manner prescribed in said leases for 
valuation of minority shares of stock of the lessors, and hereafter 
approved by us; and provided further, that the right to determine 
bona fide compliance with the foregoing condition is hereby oy. 
pressly reserved in us; and further provided, that acceptance of ang 
compliance with the conditions precedent herein prescribed shal 
not be interpreted as relieving the New York Central from the fyr. 
ther operation of the law respecting consolidations or as excusing 
that carrier from further responsibility for the representation made 
on its behalf that on appropriate occasion for considering the jp. 
clusion of so-called short-line railroads, these matters will be ap. 
proached by the New York Central in a spirit of cooperation looking 
to their solution with all due regard to the public interest. 

Accordingly, the entry of our order of authorization and ap. 
proval herein will be deferred until compliance with said condition 
has been shown by proper proof of all pertinent facts relating to the 
communication of said offers to the short lines concerned, the course 
and details of negotiations had thereon, and final acceptance or re. 
jection, as the case may be, of said offers by the respective short lines, 
For this purpose, the record herein will be held open for six months 
from the date hereof, and on receipt and consideration of such proof 
a final order will be entered. 


Commissioners Eastman, McManamy and Taylor dissented. 
Commissioner Eastman dissented on the ground that the pro 
posed unification would be a consolidation to authorize which 
the Commission was not empowered. He objected to the find. 
ing that the rentals proposed to be paid would be fair and 
reasonable because they would be in amounts sufficient to pay 
dividends on stock of the lines indicated as follows: By Michi- 
gan Central, 50 per cent; Cincinnati Northern, 12 per cent; 
Big Four, 10 per cent; Chicago, Kalamazoo & Saginaw, 6 per 
cent, and Evansville, Indianapolis & Terre Haute, 4 per cent. 
Commissioner McManamy dissented because he said he could 
not agree with the finding that it would be in the public inter. 
est to bring about this unification. He said the properties had 
been operated as a unit for a long time and that he could see 
no reason why the proposed saving of $1,000,000 could not be 
brought about under the present organization without resort to 
the 99-year lease method. Commissioner Taylor said one result 
of the grant of the application would be relief of the applicants 
from the operation of certain federal and state laws which might 
otherwise be invoked in the public interest. He said he thought 
the grant “which permits the most important so-called unifice 
tion of any of the railroads of the United States before Congress 
has spoken again upon the subject is at least premature.” 


CREDIT ARRANGEMENT RULES 


The Commission, in Ex Parte 73, the proceeding relating 
to the collection of freight bills, has set the matter for hearing 
by Examiner Berry, in Washington, March 21, in accordance 
with the Commission’s order reopening the proceeding. The 
object is to consider the rules heretofore prescribed to assure 
the prompt settlement of freight bills in which the maximum 
allowance of credit is restricted to 96 hours. The rules now 
in effect were those adopted when the avowed object of the 
law, section 3(2) of the interstate commerce act; was to assure 
the prompt payment of freight bills. 

March 4, 1927, the law was amended by the passage of the 
Newton bill (see Traffic World, March 12, 1927, p. 674) author 
izing the Commission to prescribe rules and regulations 10 
“govern the settlement of all such rates and charges and pre 
vent unjust discrimination.” 

In a petition filed by the National Industrial Traffic League 
asking for a further hearing on the subject it was asserted that 
the present rules and regulations were unworkable. It was 
further asserted that there were universal violations by shi? 
pers and carriers, although both were obeying the spirit 
trying to conform with the letter of the rules and regulations. 
Seven days have been suggested as a reasonable time allow 
ance for the payment of freight bills, one of the assertions be- 
ing that in the time of cotton and grain shipments those owing 
freight bills have not the time to check the bills on account of 
the necessity for keeping the freight moving. Suggestions 
have also been made that even an allowance of seven days 
would really be inadequate and out of harmony with the cu& 
toms in ordinary commercial transactions in which thirty days 
are allowed for what are regarded as cash payments, 
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EMPTY GLASS BOTTLES 


award of reparation has been recommended by Exam- 
hn Davey in No. 19866, Southern Glass Company vs. 
Southern Pacific et al. on a finding that rates charged on 
empty glass bottles, under one gallon capacity, carloads, from 

Los Angeles, Calif., to Jaynes, Ariz., and El Paso and Waco, 
Tex., were unreasonable to the extent they exceeded 65 cents 
to Jaynes and El Paso and $1.20 to Waco. 
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, POTATOES TO WISCONSIN 


Dismissal has been recommended by Examiner Riley A. 

Gwynn in No. 21368, Bacon Brothers vs. Chicago & North West- 
ern et al., on a finding that charges collected on potatoes from 

points in Missouri to points in Wisconsin were not unreason- 

able or otherwise unlawful. 

| 

| 


FIRE, SEA AND CORE SAND 


On a finding that rates assailed on fire, sea and core sand 
from points in Rhode Island and Massachusetts to destinations 
i in Connecticut, Rhode Island and Massachusetts were unrea- 
sonable to the extent they exceeded the rates at present in 
effect, Examiner W. R. Brennan has recommended that repara- 

tion be awarded in No. 20964, Baird Machine Company et al. 
| vs. New Haven. 


. CRANBERRIES TO CALIFORNIA 


Dismissal has been recommended by Examiner C. W. Grif- 
fin in No. 20947, S. A. Sherwood vs. New Haven et al., on a 
finding that the rate charged on cranberries from Tremont, 
Mass., to Los Angeles and San Francisco, Calif., is not shown 
to have been unreasonable. 


GRAVEL TO NORTH CAROLINA 
Finding not unreasonable the rate on gravel from Puddle- 
dock, Va., to Bayboro, N. C., Examiner E. P. Hurley has recom- 
mended dismissal in No. 20841, North Carolina State Highway 
Commission by Southern Traffic Service vs. Norfolk & West- 
ern et al. 


VEGETABLES TO WILKES-BARRE, PA. 


Examiner W. J. Harris has recommended dismissal in No. 
20826, Karnofsky Brothers vs. Pennsylvania, on a finding that 
the rate charged on vegetables from Swedesboro, N. J., to 
Wilkes-Barre, Pa., was not and is not unreasonable. 


ANIMAL OR POULTRY FEED 


Dismissal has been recommended by Examiner L. A. Pyle 
in No. 20925, G. P. Rose Jr. vs. Louisville & Nashville et al., on 
a finding that rates on animal or poultry feed, other than condi- 
mental or medicinal, in less than carloads, from Nashville, Tenn., 
to points in Buffalo-Pittsburgh, Trunk Line’ and New England 
a were not and are not unreasonable or unduly preju- 

cial. 


PULPBOARD TO ATLANTA, GA. 


Examiner Charles W. Berry, in No. 20317, Bedford Pulp & 
Paper Co. vs. Chesapeake & Ohio et al., has recommended that 
the rate on pulpboard from Big Island, Va., to Atlanta, Ga., be 
found, for the present and future, unreasonable to the extent it 
exceeds 39 cents a hundred pounds, and unduly prejudicial to the 
extent it exceeds the rate from Canton, N. C., by more than 11 
cents a hundred pounds. The examiner said the evidence justi- 
fied a statement made by defendants that rates in the south on 
Paper and paper articles were in a chaotic condition and that a 
general revision was advisable, but that the Commission could 
not concur in a suggestion that the rates assailed be not changed 
until such revision was made at some indefinite date in the 
future. He said the Commission’s report in the Southern Class 
Rate Investigation prescribed a reasonable and nonprejudicial 
basis of rates, and the fact that defendants because of the press 
of other work had not been able to adjust the rates on paper and 
paper articles and were continuing to handle pulpboard between 
some points at depressed rates did not justify the maintenance 


- — and unduly prejudicial rates on complainant’s 
raffic. 


OPERATION OF ARKANSAS LINE 


Examiner -O. D. Weed, in a proposed report in Finance No. 
6792, operation of line by Mississippi River Western Railway 
Co., has recommended that the Commission find that public 
Convenience and necessity require the operation by the Mis- 
sissippi River Western of a line of railroad and two branch lines 
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in Mississippi county, Arkansas, but that the application so far 
as it seeks authority to build certain short lines or extensions 


- of lines be denied and that the request for permission to retain 


excess earnings be dismissed. 

Applicant seeks authority to operate in interstate commerce 
a line from Stoffles Landing to Wilson, Ark., about 4.5 mifles, 
with two branch lines therefrom having a total mileage of 5.5 
miles, and to construct an industrial track 300 feet long, and 
— it. The Frisco intervened in opposition to the appli- 
cation. ‘ 

The examiner said the applicant was controlled by R. E. 
Lee Wilson, said to be the largest individual cotton planter in 
the world. The Wilson interests incorporated the applicant in 
the early part of 1927. The examiner said the record indicated 
that there was an economic necessity for the operation of the 
line from Stoffles Landing to Wilson as a common carrier. He 
said though the Wilson interests that controlled the railroad 
also controlled and were interested in a large percentage of 
the industries to be served, there were other important in- 
terests that seemed to require such operation. He pointed out 
that the Commission usually did not favor the construction and 
operation of industrially controlled short lines of railroad. He 
said whenever possible needed transportation facilities should 
be furnished by existing carriers. He said his recommendation 
as to operation of the lines already constructed should be con- 
ditioned on*the applicant tendering to the Frisco an option 
to acquire control of the applicant, or its properties, on fair 
and reasonable terms subject to the Commission’s approval. 


CONSTRUCTION IN CALIFORNIA 
Examiner M. S. Jameson, in Finance No. 7110, proposed con- 
struction by San Francisco-Sacramento Railroad Co., has recom- 
mended that the application for authority to construct an exten- 
sion of applicant’s Pittsburg branch in Contra Costa county, Cali- 
fornia, be denied. The proposed line would be less than a mile 
long. It would reach certain manufacturing plants. The South- 
ern Pacific and the Santa Fe protested. The examiner said the 
applicant should investigate the possibilities of serving the Pitts- 
burg industries through a connection with the Santa Fe and that 
denial of the instant application should not be to the prejudice 
of a subsequent request for authority to extend the Pittsburg 

branch for the purpose of making such connection. 


C. & O. STOCK ISSUE 


The Traffic World Washington Bureau 


An argument prolonged by the Commission beyond the 
time allotted because commissioners were particularly interested, 
was made January 29 in Finance No. 6113, proposed issue of 
stock by the Chesapeake & Ohio on the question whether the 
Commission should adhere to its decision that the Chesapeake 
& Ohio should issue stock at $150 instead of par as proposed. 
Par, in this instance, is $100. Finance No. 6114 proposed control 
of the Erie and Pere Marquette by the Chesapeake & Ohio, 
was set down for argument on the same day. The interest, 
however, was in the question as to the figure at which the new 
stock should be issued. By means of the stock issue the com- 
pany plans to bring $30,000,000 of new money into its treasury, 
stockholders having the right to buy new stock at $100 per 
share plus the “rights” issued by the company to buy the stock 
at par. The right to buy stock at $100 instead of at the market 
or at $150, the latter being the figure fixed by the Commission, 
is assigned to the company as part of the purchase price. In 
part the $100 stock would be a stock dividend, whereby some 
of the surplus would be distributed and some part of it con- 
verted into money and become free assets in the company’s 
treasury. 

The question was argued by R. G. Curry of counsel in the 
case for the applicant and Robert B. Tunstall, assistant general 
counsel of the company. The latter’s time was extended by the 
Commission on account of the great interest, among the com- 
missioners, not only on the question of its power or jurisdiction, 
but also on the question of policy involved; that is, as to 
whether, admitting the power of the Commission to say at what 
price stock should be issued, the Commission ‘should exercise 
it as it had in this case. Commissioners asked many questions. 
Commissioner Farrell, formerly chief law officer for the Commis- 
sion, raised the question of power on the part of the Commission 
to say at what price the stock should be issued. 

“No state commission, except that of Massachusetts,” said 
Mr. Tunstall “has or exercises the power to fix the price of 
stock. That commission has recommended the repeal of that 
statute. My idea is that the Commission, in dealing with ap- — 
plications for permission to issue stock, should do no more than 
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ascertain whether there was anything back of the proposed 
issue, in the way of assets, without undertaking to say at what 
price the issue should be made.” 

Mr. Tunstall suggested that in undertaking to set the price 
at which stock should be issued the Commission would be doing 
no more than laying up trouble for itself. He suggested that 
there was a possibility, in case the Commission said that a 
stock should be put out at $150 or at any other figure, the 
company authorized to issue the stock would not be able to 
make a return on it. Then he suggested the great confidence 
the railroads and the public had in the Commission would be 
impaired. He said he was not making that suggestion of in- 
ability to earn a return in connection with the proposed Ches- 
apeake & Ohio stock. 


The question of jurisdiction was subordinated to that of 
policy but Mr. Tunstall did not combat what seemed to be the 
implication in Commissioner Farrell’s questions as to the power 
of the Commission to fix the prices at which stock might be 
sold. His remarks were more to the point that the Commission 
should not undertake to say at what price stock should be put 
out than to make a point of the Commission’s lack of definite 
statutory power to fix the price, the fact that there was a 
variation in the language of the statute in paragraph 2 of sec- 
tion 5 relating to stock issues in acquisition of control cases, 
and section 20a relating to the issuance of securities, affording 
the ground for questions as to power. 

Commissioner Taylor asked questions implying that the 
law required the Commission to fix the prices and that that 
was a duty from which it could not escape. 

Mr. Tunstall explained the seemingly intricate details of 
the issuance of rights to stockholders to buy new stock at par 
when the market price of the outstanding stock was away 
above par as a method of distributing part of the surplus accu- 
mulated by the company and at the same time freeing some of 
the surplus for the use of the company by having those acquir- 
ing the new stock pay in some cash. He said the right to 
distribute surplus by the issuance of stock dividends, without 
the payment of any cash to create free assets in the treasury 
of the company, had been recognized by the Commission in 
approving a number of stock dividend issues. 

In addition to obtaining new capital, the operation, Mr. 
Tunstall said, enabled the holders of stock more easily to han- 
dle their property. He said that, mathematically, the result 
would be the same whether 300,000 shares at $100 or 200,000 
shares ut $150 were issued. But he said that there was some- 
thing more than- mathematics in handling stocks. He said that 
a few years ago a bank at Nansemond, Va., had sinful pride in 
the fact that it had the largest surplus in relation to its stock 
in the world. The stock issue was about $20,000 but the sur- 
plus was about $1,000,000 so a share was worth about $8,000. 
But, he said, When the holder of the large block of stock died 
it was found that there were few persons who could or would 
pay $8,000 a share for bank stock. The bank therefore issued 
a 4,000 per cent stock dividend, thereby converting the prop- 
erty into sizes that could be handled. 


Although not placed upon the program to discuss either of 
the applications the Commission gave time to Thomas B. Gay, 
attorney for the intervening minority stockholders, to give his 
opinion. Mr. Gay said the interveners had not been interested 
in the question of the price of the new stock and that they felt 
that the question of the price to be paid for Pere Marquette 
stock, the one involved in the acquisition case, would be dis- 
posed of wisely by the Commission, which, he said, had passed 
on the price to be paid for the Vaness holdings in a way Ssatis- 
factory to the minority stockholders. 


Mr. Curry review the legislative history of section 20a to 
show the intention of Congress in relation to issues of securi- 
ties to be supervised by the Commission. He pointed out that 
in at least no important case other than this one had the Com- 
mission assumed to say at what price stock should be issued. 
In other cases before and after this one, he said, the Commis- 
sion had authorized issues at par or other figures suggested by 
the applicants. 





FINANCE APPLICATIONS 


Finance No. 7400. New York Central Railroad Co. asks authority 
to construct an extension or branch from a point on its existing 
line approximately 3,500 feet west of Emeryville Station, N. Y., in 
a southerly direction a distance of approximately three and seven- 
tenths miles, to serve plant of St. Joseph Lead Co. 

Finance No. 7402. St. Louis-San Francisco Railway Co. asks 
authority to_abandon lines from Brownwood to Aquilla, Mo., 9.95 
miles; from Broomfield to Campbell, Mo., 34.80 miles; and from Talli- 
poosa to Wardell, Mo., 10.59 miles; a total of 55.34 miles. Applicant 
says the amount of freight and passenger business over the lines in 
question is such as to necessitate abandonment. 

Finance No. 7403. Missouri Pacific Railroad Co. asks authority 
to extend its line of railroad by construction and operation of a con- 
necting track a distance of about 970 feet, connecting the tracks of 
the applicant with tracks of the Fort Smith Suburban Railway Co. in 
Fort Smith, Ark. 

Finance No. 7398. The Big Creek & Telocaset Railroad Co. asks 
authority to issue 1,100 shares of capital stock, par value $100 a share, 
= po Grande Ronde Lumber Co. in payment for applicant’s railroad 
n Oregon. 

Finance No. 7399. Los Angeles & Salt Lake Railroad Co. asks 
authority to abandon its Pasadena branch in Pasadena, Calif. 

Finance No, 1975, Sub, No. §. Application of Leonor F. Loree 
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for authority to hold the positions of president and director of 
Delaware & Hudson Railroad Corporation which is to take over 
railroad system of the Delaware & Hudson Co. Applications of oe 
Officials of the Delaware & Hudson to hold positions with the ther 
company have been filed. new 
Finance No. 7404. Michigan Central Railroad Co. asks authori 
to abandon part of its Dearborn branch extending from a point & 
intersection with the Detroit & Ironton to a connection with a i 
cant’s main line in Dearborn, Mich., 2.65 miles. Applicant says in 
has not been used for railroad purposes since 1915. e 
Finance No. 7087. Supplemental application of Condon, Kinzug 
Southern Railroad Co. for authority to execute and deliver to th 
Kinzua Lumber Co. a note for $125,000, in connection with ACQUIsition 
of its line of railroad in Oregon. n 
Finance No. 7405. Detroit, Toledo & Ironton Railroad Co, ask: 
authority to abandon that part of its line from Jackson, O., to Wells. 
ton, O., 17.43 miles. Operation of the line is no longer necessary 
it -—- me operated only at a great financial loss, according to the 
application. 

“ Finance No. 7406. Wheeling & Lake Erie Railway Co. asks ay. 
thority to acquire and operate a portion of the line of railroad of the 
Massillon Belt Railroad Co. in Massillon, O., 528 feet long, to enahj, 
it to serve directly plants of the Griscom Russell Co. and other eon. 
panies. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7230, authorizing the Atlantic 
Coast Line Railroad Co. to procure authentication and delivery of 
$3,724,000 of series A 4% per cent general unified mortgage 50-year 
gold bonds in respect of capital expenditures heretefore made, the 
bonds to be held by the applicant until the further order of the 
Commission, approved. oe 

Report and order in F. D. No. 7349, autHorizing the Genesee % 
Wyoming Railroad Co. to procure the authentication and delivery 
of $400,000 of 5 per cent first-mortgage gold bonds, for the purpose of 
retiring maturing obligations, approved. 

Report and order in F. D. No. 7344, authorizing the Seaboard Air 
Line Railway Co. to issue $1,295,000 of first and consolidated mort- 
gage gold bonds, series A, said bonds to be pledged and repledgeg 
from time to time as collateral security for short-term notes, terms 
and conditions prescribed, approved. 

Report and order in F. D. Nos. 7296, 7296-Sub 1, 7296-Sub 2 
and 7296-Sub 3, (1) authorizing the Carolina, Clinchfield & Ohio Rail. 
way to issue $1,014,000 of first and consolidated mortgage gold bonds, 
series B, and to deliver them at par in equal shares to the Atlantic 
Coast Line Railroad Co. and the Louisville & Nashville Railroad Co, 
in partial reimbursement for expenditures made by them for payment 
of equipment obligations and for additions and betterments to the 
properties of the first-named company and its subsidiaries; (2) au- 
thorizing the Atlantic Coast Line Railroad Co. and the Louisville & 
Nashville Railroad Co. to assume, as joint lessees of the properties 
of the Carolina, Clinchfield & Ohio Railway and its subsidiaries, ob- 
ligation and liability in respect of $1,014,000 of Carolina, Clinchfield & 
Ohio Railway first and consolidated mortgage gold bonds, series B; 
and (3) granting authority (a) to the Carolina, Clinchfield & Ohio 
Railway of South Carolina to issue a promissory note for $34,714.36, 
and (b) to the Clinchfield Northern Railway of Kentucky to issue 
a promissory note for $6,201.47; said notes to be delivered at par to 
the Carolina, Clinchfield & Ohio Railway in payment of indebtedness 
in like amounts for additions and betterments made to the properties 
of those companies, approved. 

Report, certificate and order in F. D. No. 7242, (1) authorizing 
the St. Louis, Brownsville & Mexito Railway Co. to construct an 
extension of its line of railroad in Hidalgo county, Texas, from its 
present terminus at a point south of Edcouch in a general southerly 
direction to a connection with the applicant’s Mission branch at a 
point at or near Weslaco, a distance of approximately 10 miles; and 
(2) denying permission to retain excess earnings, approved. ‘ 

Report and certificate in F. D. No. 7265, authorizing the Sardis 
& Delta Railroad Co. to abandon, as to interstate and foreign com- 
merce, its line of railroad in Panola county, Miss., extending from a 
connection with the Illinois Central Railroad at a point. approxi- 
mately one-half mile south of the corporate limits at Sardis, to 
Baptist, a distance of 13.6 miles, approved. , 

Report and order in F. D. No. 6886, authorizing the Beaver, Meade 
& Englewood Railroad Co. to issue not exceeding $605,700 of capital 
stock, consisting of 6,057 shares of the par value of $100 a share, 
and $591,000 of first-mortgage 6 per cent gold bonds, to be disposed 
of at not less than par and accrued interest on the bonds to finance 
the cost of constructing an — of applicant’s railroad from 
Hooker to Keyes, Okla., approved. oe 

Report and order in F. D. No. 7352, authorizing the Chicago & 
Western Indiana Railroad Co. to issue not exceeding $186,000 of con- 
solidated 4 per cent mortgage bonds to be delivered to the applicant's 
tenants in respect of sinking-fund payments, approved. 


W. & L. E. STATION ORDER 
The Commission, by means of service order No. 48, has 


authorized the Wheeling & Lake Erie to discontinue, temporarily, 


service to and from its Cleveland, O., passenger station. The 
order authorizes the Wheeling & Lake Erie to use, temporarily, 
the Erie passenger station on Superior avenue in that city, 
obtaining access to it over the tracks of the Erie and the Big 
Four. This authorization has been given on account of the 
unsafe condition of the Wheeling & Lake Erie Ontario street 
station, the repair of which the city of Cleveland will no longer 
permit. 

The unsafe condition the Commission regarded as a public 
hazard and the creation of an emergency authorizing it to use 
the power to issue the service order permitting the use of the 
Erie station. The latter is a few blocks, in an air line, from 
the Ontario street station. The Commission, in its service odrer, 
set forth the fact that the Wheeling & Lake Erie, in finance 
Nos. 7298 and 7299, was asking certificates of public convel 
ience and necessity for permission to use the Erie station tempo- 
rarily; to accept, for 100 years passenger station facilities and 
service in the new Union Depot of the Cleveland Terminals 
Company, and to abandon its Ontario street station. Hearing 
was had on those applications in the week ended January 26 
(see Traffic World, January 26), at which the Taplin interests 
appeared in opposition. 

This service order is to remain in force until the final de- 
cision is made in the finance dockets mentioned. 









Februal 


In é 
merce, 
pon & 
that wh 
purg & 
ation U 
for mat 
constru' 
and tha 
serts is 

The 
prief as 
py the 
offer of 
of Com! 
ities re 
pany he 
last heé 

The 
js 52 ce 
the ma: 

“Ts 
that if 
per of ‘ 
sity is i 
to acce 
of accet 
rate? 
give us 
improve 
spirit ¢ 
govern! 
answer 

Th 
of the 
Pittsbu 
the Oh 
them t 
propos¢ 
mits tk 
or bett 
may P! 
nized t 
jurisdic 
Ohio s 
use of 
& Lak 
reason 
tion of 
and th 
facilitic 
constrt 


No 
Corp. 1 
Co. vs. 
vs. Sa 
recons! 

No 
Texas 
cases, 
Pacific 
et al., 
Traffic 

No 
Belt et 
by Cox 

Ne 
fendan 
ponem 
thereir 

Nc 
Mills ¢ 
hearin 

Nc 
Comp] 
thereiz 

Ne 
ton, M 
reargu 

No 
et al. 
tion of 
be em 
in Ney 

Ni 
et al. 
man, 






. asks 

ells. 
ry and 
to the 


KS ay. 
of the 
enable 
r com- 


erties 
8, Ob- 
eld & 
es B; 
Ohio 
114,36, 
issue 
ar to 
ness 
erties 
rizing 
ct an 
m its 
therly 
at a 
; and 


Sardis 
com- 
‘om a 
roxi- 
s, to 


feade 
apital 
share, 
posed 
nance 

from 


go & 
con- 
ant’s 


has 
arily, 
The 
urily, 
city, 
Big 


treet 
nger 


iblic 

use 
the 
‘rom 
jrer, 
ance 
ven- 
npo- 
and 
nals 
ring 
y 26 
ests 


de- 





LISBON ROAD EXTENSION 


In a brief, filed by the Youngstown (O.) Chamber of Com- 

in Finance No. 6754, application of the Pittsburgh, Lis- 

merce, to construct branch lines, takes the position 
pon & Western : t 

t what has been offered by the Pennsylvania and the Pitts- 
tha & Lake. Erie would afford no relief whatever for the situ- 
te under which it asserts Youngstown has been suffering 
ae any years. It contends that by means of the proposed 

struction and the operation of barges on the Ohio River, 
— that means only, can Youngstown obtain the relief it as- 
serts is necessary. ; 

The equipment offered presently by the Pennsylvania, the 
prief asserts, could not handle the coal that would be offered 
py the Youngstown Sheet & Tube Company alone. As to the 
offer of the Pittsburgh & Lake Erie, the Youngstown Chamber 
of Commerce says it is based on the assumption that the facil- 
ities required can be built on land on which the railroad com- 
any holds an option for 30 days taken one week before the 
jast hearing in this case was held. ; 

The brief points out that the rate proposed by the carriers 
is 52 cents higher than the minimum and 27 cents higher than 
the maximum rate proposed by the Lisbon road. 

“Ig this great disparity sufficiently met by the statement 
that if we don’t like it we can file a rate case?” asks the Cham- 
per of Commerce. “What kind of public convenience and neces- 
sity is it which permits these carriers when told we are entitled 
to access to the river, to hold out with one hand the promise 
of access and with the other hand take it away by a prohibitive 
rate? Does this meet the necessity of this district? Does this 
give us the benefit of cheaper river transportation? Does it 
improve our competitive position? Is it in keeping with the 
spirit of the Denison bill, or the policy of the United States 
government in improving the rivers? Is it even a courteous 
answer to this Commission?” 

The Baltimore & Ohio, in its brief supports the suggestion 
of the Commission and the claims of the Pennsylvania and the 
Pittsburgh & Lake Erie that the existing trunk lines between 
the Ohio River and Youngstown have unused facilities enabling 
them to give Youngstown the river-and-rail servige the Lisbon 
proposes to give by building branch lines. It therefore sub- 
mits that the existing lines can insure substantially the same 
or better transportation advantages, with respect to rates as 
may profitably be offered by the Lisbon road, it being “recog- 
nized that a rate once established is thereafter subject to the 
jurisdiction of this Commission.” Further, the Baltimore & 
Ohio submits that since it is possible to make advantageous 
use of the existing lines of the Pennsylvania and the Pittsburgh 
& Lake Erie, and also of the lines of the Baltimore & Ohio, by 
reason of its connection with the two other lines, the construc- 
tion of the proposed new line between the Youngstown district 
and the Ohio River would result in unnecessary duplication of 
facilities. Therefore, it says, the application for permission to 
construct the new line should be denied. 





PETITIONS FOR REHEARING, ETC. 


No. 16506 (and Subs. 1 to 15, incl.), Larabee Flour Mills 
Corp..vs. Santa Fe et al.; No. 18521, Schreiber Milling & Grain 
Co. vs. Santa Fe et al., and No. 18488, J. C. Lysle Milling Co. 
vs. Santa Fe et al. Defendants ask for reargument and/or 
reconsideration by entire Commission. 

No. 20357, Brown Cracker & Candy Co. vs. Missouri-Kansas- 
Texas et al. Defendants ask for consolidation with pending 
cases, Viz., 20817, Minnesota & Ontario Paper Co. vs. Missouri 
Pacific et al.; 20677, Escanaba Paper Co. vs. Abilene & Southern 
et al., and No. 20917, Wicsonsin Paper & Pulp Manufacturing 
Traffic Assn. vs. Chicago & North Western et al. 

No. 19275, Alabama-Georgia Syrup Co. vs. Indiana Harbor 
Belt et al. Complainant asks for reopening and reconsideration 
by Commission on present record. 

No. 20428, Saco-Lowell Shops vs. New Haven et al. De- 
fendants ask for rehearing or reargument therein and for post- 
— pending final disposition of case, its present order 

erein. 

No. 16506 (and Sub. Nos. 1 to 17, inclusive), Larabee Flour 
Mills Corp. et al. vs. Santa Fe et al. Complainants ask for re- 
hearing and/or reconsideration. 

No. 15468, Cleveland Provision Co. et al. vs. Santa Fe et al. 
Complainants, and Cleveland Chamber of Commerce, intervener 
therein, ask for rehearing and reargument therein. 

No. I. & S. 3131, wool, from New York Harbor points to Clin- 
ton, Mass. Respondent, the New Haven, asks for reopening and 
reargument. 

No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. Southwestern Lines, defendants herein, ask for modifica- 
tion of order entered in this proceeding in respect to method to 
be employed in determining rates on fresh meats for application 
in New Mexico and Texas differential territory. 

No. 19768, Wichita Chamber of Commerce et al. vs. Santa Fe 
et al. Defendantsyin this proceeding, by F. A. Leland, chair- 
man, Southwestertt Freight Bureau, ask for postponement of 
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effective date of order, for a period of ninety days, to permit 
preparation, filing and consideration by Commission of petition 
hereinafter referred to. 

I. & S. No. 3037, elimination of routing on grain from 
western territory to New Orleans, La., and points on New 
Orleans & North Eastern. Southern Railway System Lines, ask 
reconsideration by entire Commission. 

No. 21206, Chamber of Commerce of Kansas City, Mo., 
et al. vs. Santa Fe et al., No. 21747 (and Sub. 1), Nebraska 
State Railway Commission vs. Santa Fe et al., No. 21206, Sub. 
1, Wichita Chamber of Commerce, Wichita, Kans. et al. vs. 
Santa Fe, et al., No. 21206, Sub. 2, W. O. Anderson Commission 
Co. et al. vs. Ahnapee & Western et al., No. 21206, Sub. 3, 
Salina Chamber of Commerce vs. Ahnapee & Western et al., 
Tennessee & Northern et al. Public Service Commission of 
and No. 21206, Sub. 4, Southeast Kansas, Inc., vs. Alabama, 
State of Kansas asks for order providing for filing of briefs 
and for preparation of examiner’s report on combined records 
herein, and for an order extending the time for filing briefs in 
Dockets Nos. 21206 and 21747 and Sub. 1 thereof, to March 15, 
1929. 


SUSPENDED TARIFFS 


In I. and S. No. 3229, the Commission has suspended from 
January 26 until August 26 schedules as published in supple- 
ment No. 12 to Cottrell’s tariff I. C. C. No. 734. The suspended 
schedules propose to cancel the joint through commodity rates 
on blackstrap molasses, in tank cars, from Wilmington, N. C., 
to Columbus, East Columbus, South Columbus and Toledo, O., 
and to apply in lieu thereof higher class or combination rates. 
The following is illustrative, rates being in cents per 100 
pounds: 


—Present— 
To y, B Prop. 
TS cidndacchbn thee sbunae cone ca vue 33 361% 77 
ee re ee ee eee 33 36% 82 


FROM WILMINGTON, N. C. 


A—Value not exceeding 8 cents per gallon. 

B—Value exceeding 8 cents per gallon. 

In I. and S. No. 3230, the Commission has suspended from 
February 1 until September 1 schedules as published by Boyd, in 
the following tariffs: Supplement Nos. 90 and 94 to I. C. CG. No. 
A-1620; supplement No. 7 to I. C. C. No. A-1922; supplement 
No. 6 to I. C. C. No. A-1902, and various other tariffs. The sus- 
pended schedules propose to cancel the commodity rates on 
ground or pulverized coal, foundry facings, coke breeze and 
coal dust, carloads, in Illinois Freight Association and Western 
Trunk Line territories, and to apply higher class rates in lieu 
thereof. The following is illustrative: 


Ground coal (rates in cents per 100 pounds), from Chicago, III. 
to St. Louis, Mo. Present—14.5. Proposed—18. 





In I. and S. No. 3231, the Commission has suspended from 
January 31 until August 31 schedules as published in supple- 
ment No. 43 to Fonda’s I. C. C. No. 232. The suspended sched- 
ules propose to revise rates on hay and related articles between 
points in Texas and between points in Texas, on the one hand, 
and Shreveport, La., and points grouped therewith on the other, 


which would result in both reductions and increases. The fol- 
lowing is illustrative: 
Hay, in carloads, rates being in cents per 100 pounds: 
Proposed 

Distance Present A 
er ee ee 13.5 12 15 
Be I ithe S 560s 0 eed ckeee se. 56m smie 17 17 20 
ARBEIT Pe argh oneent arena ane 24 22 25 
500 miles........ iueiecnatia bata picwalewach os we 36 37 
I 5 cia be sausscn kisses seve 28 . 43 43 





A—Single line. 
B—Joint line. 


COMMISSION ORDERS 


No. 17517, rates on chert, clay, sand and gravel within the 
state of Georgia, and No. 17768, Roquemore Gravel Co. et al. vs. 
Atlanta, Birmingham & Atlantic et al. The motion filed by 
Georgia Public Service Commission requesting that certain de- 
fendants be directed to furnish information for the record as 
to the number of carloads and tonnage of, and rates charged 
and total freight charges collected on, sand and gravel trans- 
ported in a representative period of 1928, from Montgomery, 
Ala., and points taking same rates, to Atlanta, Ga., denied. 

No. 16496, National Car Coupler Co. vs. Santa Fe et al. 
Petition of Chicago, Attica & Southern for reconsideration and 
modification of report and order herein to apportion the repara- 
tion awarded so that the award will be commensurate with 
defendants’ ability to meet the obligation, and requesting that 
reasonable divisions be fixed in connection with rates prescribed, 
denied, in so far as it requests an apportionment among the de- 
fendants of the amount of reparation awarded. 

No. 18608, Albert Weiblen Marble & Granite Co. vs. Illinois 
Central et al. Complainant’s petition for reconsideration by 


division 3 denied. 
No. 20265, Gateway Hay Co. et al. vs. Missouri & North 
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Arkansas et al. The order entered in this proceeding on Novem- 
ber 23, 1928, which was by its terms made effective on January 
30, 1929, upon not less than 5 days’ notice, has been further 
modified to become effective on April 1, 1929, on five days’ 
notice, and proceeding reopened for reconsideration on record 
as made. 

No. 21688, Matt Schnaible Coal Co. et al. vs. Chicago & 
Eastern Illinois et al. Coal Trade Association of Indiana per- 
mitted to intervene. 

No. 21606, Arizona Lumber & Timber Co. et al. vs. Apache 
et al. California White & Sugar Pine Manufacturers’ Associa- 
tion permitted to intervene. 

No. 18101 (and Sub. 1 and 2), White Eagle Oil & Refining 
Co. vs. Santa Fe et al. Petition of complainants for reargument 
or reconsideration in the matter of reparation denied in view 
of action taken by division 2 in reopening the cases for recon- 
sideration; and the proceeding is reopened for reconsideration. 

No. 21719, C. O. Dawson et al. vs. Baltimore & Ohio et al. 
Coal Trade Association of Indiana permitted to intervene. 

No. 19334, Armour & Co. vs. Santa Fe et al. Proceeding 
reopened for rehearing at such time and place as the Commis- 
sion may hereafter direct. 

No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. Proceeding reopened for further consideration on record 
as made. 

No. 17490, Fred C. Mansfield Co. vs. Chicago & North West- 
ern et al. Proceeding reopened for reconsideration on record as 
made. 

Finance No. 6929, Bonds of Terminal Railroad Association 
of St. Louis. Order of June 20, 1928, is vacated and set aside. 

No. 20329, Board of Railroad Commissioners of State of 
South Dakota vs. Burlington et al., and No. 21598 (and Sub. 1), 
Board of Railroad Commissioners of State of South Dakota vs. 
Burlington et al. Traffic Bureau of Mitchell Chamber of Com- 
merce permitted to intervene. 

No. 17000, Part 11, Rate Structure Investigation—Sand and 
Gravel. Makins Sand & Gravel Co. and Grand River Gravel Co. 
permitted to intervene. 

No. 21755, McGrath Sand & Gravel Co. vs. Santa Fe et al. 
Keokuk Sand Co. permitted to intervene. 

No. 21624, Hinde & Dauch Paper Co. vs. Akron, Canton & 
Youngstown et al. O. A. Smith Agency, Inc., permitted to 
intervene. 

No. 21722, Arcade Manufacturing Co. et al. vs, Santa Fe 
et al. Shell Petroleum Corp. permitted to intervene. 

No. 21792, Murray Co. vs. Alabama Great Southern et al. 
Continental Gin Co. permitted to intervene. 

Finance No. 7095, application of Surry, Sussex & Southamp- 
ton for certificate to construct a line of railroad in Southampton, 
Surry and Prince George counties, Virginia. New River Coal 
Operators’ Association permitted to intervene. 

Valuation No. 1068, Baltimore & Ohio et al., and others 
grouped therewith. Petition dated May 31, 1928, filed on behalf 
of above named carriers, requesting information supplemental to 
Commission’s tentative valuations, denied. 


No. 19356, Simon Newman Co. vs. Los Angeles & Salt Lake 
et al. The order entered in this proceeding on October 17, 
1928, which was by its terms made effective on January 5, 
1929, on five days’ notice and subsequently modified so as to 
become effective on February 5, 1929, has been further modified 
to become effective on March 7, 1929, on five days’ notice. 


No. 19858, Aetna Oil Service, Inc., vs. Baltimore & Ohio 
et al. Defendant’s petition for oral argument, reopening and 
— and postponement of effective date of order, 
denied. 

No. 19536, Independent Fruit Co. et al. vs. Chicago & Alton 
et al. Defendants’ petition for postponement of effective date 
of order and for reargument, denied. 

No. 17212, Parkersburg Rig & Reel Co. vs. Santa Fe et al. 
The order entered herein on July 14, 1928, reopening this case 
for further hearing solely with respect to issues of reparation, 
vacated and set aside, and proceeding reopened for further 
hearing in respect to all issues at such time and place as 
Commission may hereafter direct. 

No. 17159 (and Subs. 1 to 5, incl.), Southern Kansas Grain 
and Grain Products Association vs. Rock Island et al. The order 
entered in these proceedings on July 27, 1928, which was by 
its terms made effective on October 25, 1928, upon 30 days’ 
notice and subsequently modified to become effective on March 
1, 1929, on 10 days’ notice, has been further modified to become 
effective on April 1, 1929, on 10 days’ notice. 

No. 20329, Board of Railroad Commissioners of State of 
South Dakota vs. Burlington et al. Big Horn Collieries Co., 
Owl Creek Coal Co. and Sheridan-Wyoming Coal Co. permitted 
to intervene. 

No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee & 
Western et al. Owensboro Chamber of Commerce permitted to 
intervene. 

No. 21462 (Sub. 4), Darling & Co. vs. Akron, Canton & 
Youngstown et al. Ironton Railroad, dismissed as a party de- 
fendant hereto. 

No. 20132 (and Sub. 1), Rodney Milling ‘Co. et al. vs. St. 
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Louis-San Francisco et al. The order entered in these 


. : Proceg(. 
ings on October 18, 1928, which was by its terms made effectiyg 


December 20, 1928, on 5 days’ notice, and subsequently Moidfied 

to become effective on February 5, 1929, has been further mog 

fied to become effective on March 7, 1929, on 5 days’ notice, 
No. 21638, Lee Clay Products Co., Inc., vs. Chesapeake ¢ 


Ohio et al. Clay Products Traffic Association of St. Louis 
trict and W. S. Dickey Clay Manufacturing Co. permitteg to 
intervene. 

Finance No. 7309, application of Hast Kentucky Souther 
for certificate to acquire line of railroad now operated by Easter 
Kentucky between Grayson and Webbville, Ky. Eastern Kep. 
tucky Railway permitted to intervene. 

Finance No. 7238, application of New Orleans, Texas ¢ 
Mexico for certificate to construct a line of railroad betwee, 
Baton Rouge and New Orleans, La. City of New Orleans 
owner of New Orleans Public Belt Railroad, permitted to inter. 
vene. 

No. 21710, Bartley Co.-Op. Oil Co. vs. Chicago & North 
Western et al. Continental Oil Co. permitted to intervene, 

No. 21624, Hinde & Dauch Paper.Co. vs. Akron, Canton g 
Youngstown et al. Alton Box Board & Paper Co. permitteg 
to intervene. 

No. 21492, Dewey Portland Cement Co. vs. Alton & Eastern 
et al., No. 21500, Dewey Portland Cement Co. vs. Ahnapee ¢ 
Western et al., No. 21635, Dewey Portland Cement (Co. ys. 
Burlington et al., No. 21661, Dewey Portland Cement (Co. ys, 
Rock Island, et al., No. 21682, Dewey Portland Cement (Co. yg, 
Milwaukee, et al., Alpha Portland Cement Co. permitted to 
intervene. 

No. 21668, Colorado & New Mexico Coal Operators’ Associa. 
tion vs. Santa Fe et al. Phelps Dodge Corporation and Dawson 
Fuel Sales Co. permitted to intervene. 

No. 19303, Utah Shippers’ Traffic Association vs. Oregon 
Short Line et al. and No. 19706, Utah Shippers’ Traffic Associa- 
tion vs. Milwaukee et al. The effective date of order heretofore 
entered in these proceedings on October 17, 1928, as amended 
by order entered December 3, 1928, has been postponed to 
April 1, 1929. 

No. 21787, Traffic Bureau, Chamber of Commerce of Rock 
Island (Ill.), et al. vs. Alton & Eastern et al. Standard Oil 
Co. (Ind.) permitted to intervene. 

No. 21482, Inland Empire Manufacturers’ Association ys, 
Abilene & Southern et al. Western Pine Manufacturers’ Asso- 
ciation permitted to intervene. 

No. 21753, Bahde Oil Co. et al. vs. Santa Fe et al. and 
No. 21787, Traffic Bureau, Chamber of Commerce of Rock Island 
(ill.), et al. vs. Alton & Eastern’ et al. Shell Petroleum Cor- 
poration permitted to intervene. 

No. 21661, Dewey Portland Cement Co. vs. Rock Island 
et al. and No. 21682, Dewey Portland Cement Co. vs. Milwaukee 
et al. Nebraska State Railway Commission permitted to inter. 
vene. 

No. 21606, Arizona Lumber & Timber Co., et al. vs. Apache 
et al. California Pine Box Distributors and Moctezuma Copper 
Co. permitted to intervene. 


DOMESTIC BILL OF LADING 


The Commission had reopened No. 4844, in the matter of 
bills of lading for further hearing with a view to revising the 
provisions of section 2(b) of the contract terms and conditions 
of the uniform domestic bill and section 2(c) of the contract 
terms and conditions of the uniform livestock contract, so as 
to bring them into conformity with section 20, paragraph 11, 
of the interstate commerce act, as amended by the Newton 
bill, approved March 4, 1927. (See Traffic World, March 1), 
1927, D. 671). The case was reopened, by order of October 11, 
1927, in so far as the bill related to the general average clause 
of the export bill with a view to bringing that clause into har- 
mony with the revision made in the general average clause of 
the York-Antwerp Rules, 1924. 

Coincident with the reopening of the case in respect of 
the domestic bill and the livestock contract, the Commission 
set the whole case for hearing by Examiner Simons in Wash- 
ington on February 25. The order reopening the domestic bill 
and livestock contract phases follows: 

It appearing, That by act of Congress, approved March 4, 1927, 
section 20, paragraph (11), of the interstate commerce act was 
amended in certain particulars relating to notice of claim and filing 
of claim for loss, damage, or injury to property received by a common 
carrier subject to the act for transportation from a point in one 
state or territory or the District of Columbia to a point in another 
state, territory, or the District of Columbia, or from any point in 
the United States to a point in an adjacent foreign country, and 

It further appearing, That section 2(b) of the contract terms 
and conditions of the uniform domestic bill of lading and section 2(c) 
of the contract terms and conditions of the uniform live stock con- 
tract prescribed by this Commission on October 21, 1921, for use in 
connection with the transportation of property or live stock from 
and to points described in the preceding paragraph by common car- 
riers subject to the act now contain provisions which do not con- 
form to the requirements of section 20, paragraph (11), of the inter- 
—— act as amended by the act of Congress aforemen- 

oned: 

It is ordered, That this proceeding be, and it is hereby, reopened 
for further hearing in the matter of revising the Provisions of section 
2(b) of the contract terms and conditions of the uniform domestic bill 
of lading and section 2(c) of the contract terms and conditions of 
the uniform live stock contract. 
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COAL RATE HEARING 


Coal is not only a source of concentrated energy to drive 

ine wheels and heat the interior of buildings, but is, as 
= the source of not infrequent and hotly contested rate dis- 
—. Why that is so is perhaps made clear by the statement 
ns Trossen, traffic manager, Old Ben Coal Corporation, at 
~h hearing in docket 20912 (and Sub. 1), Illinois Coal Traffic 
pureau against the A. & E. and others, which began at Chicago 
January 31 before Examiner Disque, with between eighty and 

hundred representatives of interested parties present. His 

company, alone, said Mr. Trossen, pays an annual transporta- 
tion bill in excess of 17 million dollars. 

The case attacks the reasonableness of rates from the Illi- 
nois mines to Wisconsin and Minnesota and alleges discrimina- 
tion of the Illinois operators as against the rates applicable on 
ex-lake coal. There are, in the background, fairly distinct 
echoes of the lake cargo coal case, the so-called Esch com- 
promise, and the witnesses did not fail to call on the Hoch- 
Smith resolution for support. Shipping interests of Illinois, 
Indiana, eastern Kentucky, West Virginia, Pennsylvania, Okla- 
homa, Kansas, and Missouri were all represented at the hear- 
ing, as well as consumer interests of Wisconsin, Minnesota and 
North Dakota, and the railroads serving the Illinois mines and 
the lake docks. The sub-number was filed by the Fargo Cham- 
ber of Commerce and brings in issue the reasonableness of the 
rates from Illinois to there. ; 

The relief sought in the main case, according to the testi- 
mony of W. Y. Wildman, traffic manager, Illinois Coal Traffic 
Bureau, is the reestablishment of the rates in effect prior to 
the effective date of the rates prescribed in the lake docks 
coal case—the fall of 1924. Further, he asked for the reestab- 
lishment of the old differentials between the Illinois fields, 
which was, southern Illinois 70 cents over northern Illinois. 
At present, the differential varies from 70 cents to $1, depend- 
ing on the destination territory. The rates from southern 
Illinois were increased 28 cents on traffic to the Twin Cities 
as a result of the lake docks case. The Commission’s decision 
in that case was greatly influenced by and predicated on a 
showing, at the time of hearing and prior, that the Illinois ton- 
nage to the territory was steadily increasing, while that over 
the docks was stationary, he said. The disastrous result of 
that decision to the Illinois mines, according to him, is con- 
clusively shown, by the fact that, in 1923, Illinois mines shipped 
2,400,000 tons to Minnesota and 2,099,000 tons to Wisconsin, but 
only shipped 711,000 tons to Minnesota in 1928, and 752,000 tons 
to Wisconsin. The figures for 1928 were estimated for the last 
part of the year. A total annual production of 32 million tons 
is represented by the Coal Traffic Bureau, Mr. Wildman said, and 
he esimated that Illinois lines were losing 70 million dollars a 
year, as a result of the situation created by the decision in 
lake docks case. The violent shift of tonnage since the deci- 
sion in that case forcibly showed that the existing rates will 
not move the traffic, he held. The principal competition met 
by the Illinois coal in the destination territory was from east- 
ern Kentucky and West Virginia mines, he said—both off the 
lakes and all rail. Attention was called to the fact that the 
eastern mines had gotten reductions to the territory as a result 
of the lake cargo coal cases, in addition to the advantage ob- 
tained from the lake docks case. 

The hearing was expected to last a week. 


EARTHENWARE PLUMBERS’ GOODS 


That the same set of facts does not always affect two 
people in the same way in transportation any more than in 
other fields was illustrated by the testimony at the hearing 
in docket 21429, Abington Manufacturing Company, Inc., against 
the A. T. & S. F. and others, at Chicago before Examiner 
Disque, January 28. The complaint attacks as unreasonable 
the rates and ratings on certain items of earthenware plumbers’ 
goods on shipments to points on and west of the Mississippi 
River, and charges undue preference of shipments of com- 
petitors at Sheboygan, Wis., Chicago, and St. Louis. 

The complainant witnesses contended that the same ratings 
should apply to earthenware plumbers’ goods as applied to 
the corresponding items of enameled ironware, because of 
the similarity of classification characteristics, the closely com- 
petitive nature of the two types of articles, and because, in 
a great many instances, particular carriers and sets of carriers 
had seen fit to give them the same treatment. 

The testimony developed that the earthenware items were 
rated third class, carloads, and first and second class, less- 
carload, in Western Classification. The same items made of 
enameled ironware are rated second class in less-carload ship- 
ments and fourth and fifth class in carloads. The minimum 
weight applicable in connection with carload shipments of 
earthenware is 24,000 pounds; that, in connection with the 
ironware, is 30,000 pounds. But the complainant was willing 
to accept the same minimum as applied on the competitive 
goods, according to the testimony, and could load to that amount. 
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Exhibits introduced by F. W. Rice, manager and commerce 
counsel, Central Freight Bureau, Galesburg, Ill., who appeared 
for the complainant, showed that the ratings on the different 
items did not hold the same relative positions in the other 
classification territories, and numerous examples of commodity 
rates applicable to either type, indiscriminately, were cited. 
He summed up the relief sought by saying: “We want to get 
on the same basis as enameled ironware and stay there.” 

Additional complainant testimony was introduced by P. O. 
Dunlevy, secretary of the complainant company. 

Albert Nagel, who appeared for the Kohler Company, of 
Sheboygan, Wis., intervener, offered no opposition to the 
reductions sought, but presented testimony in defense of exist- 
ing rates on enameled ironware. 

W. E. Prendergast, of the Western Classification Committee, 
insisted that ratings must be made to fit average conditions, 
rather than the product of an individual manufacturer. He 
said it appeared from. the testimony that the goods of the 
complainant had lower values than the average of the trade. 
According to him, the ratings in effect were justified by the 
weight, value, and liability to damage of the articles, as shown 
by the testimony. Jobbers and shippers other than manufac- 
turers were opposed to a higher minimum that was in effect, he 
said. 

Additional carrier testimony was introduced by Henry 
Christainson, of the Burlington, and H. W. Schaffer, of the 
Rock Island. 


Hearing was held at Chicago, January 29, before Examiner 
Disque, in docket 21417, traffic bureau of the Moline Associa- 
tion of Commerce and others against the A. T. & S. F. and 
others. The testimony had to do with proper ratings for 
application to a special type of aluminum radiator and a 
“ventilating machine” manufactured by the Herman Nelson 
Corporation of Moline, IIl. 

The complainant witnesses contended that, as radiators gen- 
erally move on the fifth class basis, carloads, and the radiator 
produced by the complainant was closely competitive with the 
general line of radiators, it should take the fifth class basis. 
Third class was asked on less-carload shipments. 

The carrier witness, W. A. Prendergast, of the Western 
Classification Committee, pointed out that the Nelson radiator 
had a value a pound approximately five or six times as great 
as the average for iron or steel radiators and a weight per 
cubic foot only about one-third as great as the latter. It was 
his’ opinion that a first class rating, less carload, would be 
liberal treatment, and that it should not be rated less than third 
class in carloads. 

The ventilating machine was described as composed of a 
motor, fan, and cabinet with radiator and dampers, and charges 
in the past have been assessed on the different parts. The 
Commission was asked to provide a _ specific classification 
description, and ratings of second class, less-carloads, and fifth 
class in Official and Southern territories, on carload shipments, 
and class A in Western Classification Territory. Mr. Prender- 
gast insisted that the ratings applicable to electric appliances 
would be correct, in conjunction with a minimum weight of 
20,000 pounds, but conceded the propriety of rule 26 in Official 
territory, and fourth class in the other two territories, in con- 
nection with a minimum weight of 24,000 pounds. 

The complainant testimony was presented by A. J. Christian- 
sen, traffic manager of the traffic bureau, Moline Association of 
Commerce; J. M. Robb, director of service, Herman Nelson 
Corporation, and E. G. Mason, traffic manager, Herman Nelson 
Corporation. 


RATES ON PLUMBERS’ GOODS 


Testimony as to proposed general cancellation of com- 
modity rates on heating equipment and plumbers’ goods 
throughout Central, Illinois and Western Trunk Line terri- 
tories was presented at a joint hearing at Chicago, before Ex- 
aminer Disque, January 25, 26 and 30, in two interstate and 
two Illinois commission cases. The interstate cases were I. 
and S. 3218, plumbers’ goods between points in Central, Illinois 
and W. T. L. territories, and I. and S. 3202—first, second, third 
and fourth supplemental orders—boilers, stoves, furnaces and 
radiators between points in Illinois, C. F. A. and W. T. L. ter- 
ritories. The Illinois cases were I. and S. 18778 and I. and S. 
18849. G. G. Zorn, of the Illinois commission, sat with the in- 
terstate examiner the first two days of the hearing, and Harry 
M. Slater, the last day. 

C. W. Galligan, chairman, Illinois Freight Association, 
characterized the proposed cancellations as a part of the gen- 
eral program of the carriers, begun in a previous proceeding 
covering less-carload rates on canned goods and a long list of 
other commodities to bring uniformity out of the existing chaotic 
adjustment in the territories and to remedy the notoriously 
low level of commodity rates in Illinois, as compared to those 
in effect in surrounding territory. According to him, the rates 
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being cancelled were inherited from past necessities which no 
longer had the compelling force that brought about the estab- 
lishment of the rates, and the rates themselves were a source 
of numerous complaints from shippers outside the territory. 

The fact that the carriers made some exceptions in their 
general program of substituting the class basis for commodity 


rates, served shipper witnesses as a basis for charging dis- : 


crimination, in that their rates were to be put on the class basis 
and those of their competitors were not. The suspended tariffs 
did not propose to place commodity rates on radiators and 
boilers from Edwardsville and Litchfield, Ill., to Chicago, Mil- 
waukee and St. Louis on the class basis, though increases were 
contemplated. Other rates left on a commodity basis were from 
Kewanee, Ill., and Michigan City, Mich., to Chicago. The 
Edwardsville and Litchfield rates were left in, according to the 
testimony, because the manufacturers there, shipped to ware- 
houses for storage over the greater part of the year at the 
points named, and the carriers receivéd an additional haul on 
the traffic when it left the warehouses. Also, the communities 
were said to be almost wholly dependent on the interests 
affected, and, according to E. N. Richards, chief of the tariff 
bureau, Wabash, who presented a detailed explanation of the 
matter, the carriers felt a moral responsibility, in the situation, 
to protect the industries. 

The principal shipper opposition to the proposed increases 
came from representatives of the Holland Furnace Company, 
with plants at Holland, Mich., and Clinton, Ia., the Kohler 
Company, of Sheboygan, Wis., manufacturer of enameled 
plumbers goods; the Abingdon Manufacturing Company, Abing- 
don, Ill.; and representatives of the stove interests at Dowagiac, 
Mich. 

R. L. Tuttle, traffic commissioner, Holland Furnace Company, 
particularly stressed the alleged predjudice that would result 
from maintaining’ commodity rates from the Illinois points, as 
against the proposed class basis from the points where his 
company had plants. He contended there was close competition 
between furnaces and water and steam heating equipment. 

On'the other hand, T. J. McLaughlin, assistant traffic man- 
ager, American Radiator Company, which has a number of 
plants in the territory, said he would offer no opposition to 
the increases proposed on his company’s traffic and did not 
care what rates the furnace people had. The transportation 
cost was not an important competitive factor, he said. He also 
was speaking for the United States Radiator Corporation. 

Albert Nagel, representing the Kohler Company and the 
Rundle Company, of Milwaukee, offered testimony in opposition 
to the proposed increases from Sheboygan and Milwaukée to 
the Missouri River, mainly predicated on the fact that the rates 


of competitors located outside of the territory involved were 
not to be increased. 


LAKE CARGO COAL 


The Commission’s brief in No. 355, the United States of 
America and the Interstate Commerce Commission, appellants, 
vs. Anchor Coal Co. et al., appellees, the title of the lake cargo 
coal case in the Supreme Court of the United States, written 
by Luther M. Walter, special assistant to the Attorney-General 
and special counsel for the Commission, asserts that only “a 
distortion of the words used by the Commission in its report 
oe could lead to the conclusion that in the present case 
the Commission made its order for the specific purpose of equal- 
izing industrial conditions, or to offset economic advantages.” 
The brief is a summary of the argument to be made in behalf 
of the government and the Commission for a reversal of the 
decree of the federal court for the southern district of West 
Virginia, which enjoined the enforcement of the Commission’s 
order requiring the railroads serving the southern lake cargo 
coal districts to cancel their schedules making a 20-cent reduc- 
tion in rates from those fields. The argument is set for Feb- 
ruary 18. 

While denying that the Commission has made its order for 
the equalization of industrial conditions or the offsetting of eco- 
nomic advantages, the brief contains language which seems to 
indicate that the Commission, under the Hoch-Smith resolution, 


could do the things of which it wag accused. On that point the 
brief says: 





Even if the Commission had given greater weight to evidence 
as to the economic conditions disclosed by this record, that action by 
the Commission would not have been in violation of the law of the 
land, for the Hoch-Smith resolution of January 30, 1925, declares 
the true policy in rate making to be pursued by the Commission in 
adjusting freight rates, as requiring the Commission to consider con- 
ditions which at any given time prevail in the several industries so 
far as it is legally possible to do so, to the end that commodities may 
freely move. The Commission is especially required, in the Progress 
of such investigation, to make such decisions and orders as it may 
find to be necessary or appropriate upon the record then made, in 
order to place the rates upon designated classes of traffic upon a 
just and reasonable basis with relation to other rates. The Com- 
mission is thus given full power and authority to consider all eco- 
nomic conditions in the coal industry and the effect which a change 
in rates might have upon the free movement of such commodities, 
and to forbid the application of any rate, such as proposed in the 
present case, which would place the rates upon Lake-cargo coal from 
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the southern district upon a basis which the Commission fo 


not “just and reasonable with relation to other rates.” Und Wag 





The brief asserts that the Commission has the power 
make an order such as it made in this case and that the district 
court did not confine itself, in reviewing the order to Question, 
of constitutional power and pertinent questions and that tha 
fact was manifest. It said that the court should not haye exer. 
cised its general equity powers in a case of this sort, but onl 
the jurisdiction conferred by statute. y 

“The problems presented to the Commission,” says , 
brief, “are complex and difficult. The argument with which the 
court below attacks the Commission’s conclusion in effect Assails 
the wisdom of Congress in conferring upon the Commission the 
power which has been lodged in that body. The decree of the 
court was the exercise of unwarranted judicial power. The 
decree below should be reversed.” 

The brief said that the ultimate question was whether th, 
Commission had power to make the order complained of, unde 
the circumstances and on the facts shown in the record, j 
declared that the subordinate questions were whether the find. 
ing that the proposed reduced rates were unjust and unr. 
sonable was without substantial evidence in the record; whether 
the order was void because it was an effort by the Commisgigy 
to equalize industrial conditions under the guise of regulating 
rates; whether the decision of the district court was a gyp. 
stitution of the judgment of that court for the findings of th. 
Commission; whether the Commission committed an error o 
law in making the order, and whether the order was valid 
irrespective of the reasons given by the Commission for making 
the order. 

The brief asserts that the court did undertake to substitute 
its own judgment for that of the Commission and that eve) 
if the Commission’s reasoning was faulty the order was valid 
if within the scope of the Commission’s authority and supported 
by substantial testimony. 


It went so far as to say that the record upon which the 
Commission based its order was sufficient to have been used 
as a foundation for a finding of undue prejudice under seciton 
3, which, however, was not made, the finding being that the 
reduced rates would be unjust and unreasonable. 

Northern railroads in the Anchor coal cases, in a brief 
written by Henry Wolf Bikle, Clyde Brown, William N. King, 
Andrew P. Martin, Frederic D. McKenney, Atlee Pomerene, 
James Stillwell and Charles R. Webber, assert that this case 
again presents the theory “that the supposed individual inter. 
ests of a single carrier or group of carriers may prevail as 
against the larger interest of the entire transportation service 
of the country.” 


In addition to that characterization the northern carriers 
declare that “it needs no elaborate discussion to show that 
the important duties imposed upon the Commission by section 
15-a of the interstate commerce act and by the Hoch-Smith 
resolution would be impracticable of achievement if carriers, 
for individual ends, are free to force reductions of rates in 
volving serious depletion of revenues.” 


Returning to the proposition laid down in the initial para 
graph, the attorneys for the northern lines declare further that 
the decisions of the Supreme Court in the New England Di: 
visions case, 261 U. S. 184, in the Dayton-Goose Creek case, 
263 U. S. 456, and in the Texas & Pacific vs. Gulf, etc., case, 
270 U. S. 266, “abundantly demonstrate that the transportation 
act, 1920, has imported into the field of railroad regulation 4 
new policy, and that in many instances the supposed individual 
interests of a single carrier or group of carriers must yield to 
more important considerations affecting the general railroad 
situation. It is respectfully submitted that such an instance 
is presented in the case at bar and that the Commission was 
right in its conclusions that the reduced rates proposed by the 
southern carriers were unjust and unreasonable.” 


A full analysis of the decision of the federal court for the 
southern district of West Virginia is made by the lawyers for 
the northern carriers beginning with their contention that the 
southern operators had no legal interest to justify the annul- 
ment of the order of the Commission, a contention put forward 
in seven assignments of error; that the southern operators, 
having no legal interest, could not suffer legal injury; and 
ending with the general observations hereinbefore set forth. 
They said that the southern operators were not entitled, as 4 
matter of right, to the proposed reduced rates. There was 00 
denial by the attorneys for the northern carriers that observance 
of the order of the Commission would have required the south 
ern operator to pay more for the transportation of their coal. 
They said that the southern operators had not alleged that the 
rates would be too high to be deemed reasonable and that ouly 
if they made such allegation would they suffer legal injury 
entitling them to maintain the bill filed by them. They sub- 
mited that the court in pointing to the additional payments 
that would be required of the southern operators in the event 
the reduced rates were not allowed to become operative failed 
“to observe the ancient distinction between legal injury and 
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» damage.” Continuing they said that “even if it were 
oo ded that the transportation of coal will cost more if the 
suspended rates were not permitted to become effective, it 
would not prove legal injury.” 

The northern lines alleged among other things that the 
jistrict court erred in deciding that the Commission “proceeded 
an ne Sees ee holding that the burden 
v the carriers here to justify the proposed reduction 


on | 
eyo under section 15-a of the transportation act 1920, and 


the Hoch-Smith resolution.” 
They said that the answer to that criticism by the dis- 


t court was substantially the same as the answer to the 
criticism as to the burden of proof. The answer to that, the 
northern lines said, was that the Commission had not erred 
in holding that the southern lines had the burden of justifying 
the reduced rates. They. pointed out that at the hearings the 
southern lines had undertaken that burden without objection, 
and suggested that the southern shippers could hardly be heard 
to object to a burden to which those who bore it had not ob- 
-_ cannot be overlooked,” says the brief, “that the Com- 
mission is dealing with rates ‘initiated, modified, established or 
adjusted’ by itself, in a rate structure definitely interrelated, 
with which it is unusually famlar as a result of recent ex- 
haustve investigations. Moreover these reductions are proposed 
py the southern carriers at the very time that the Commission 
under the Hoch-Smith resolution is seeking to readjust rates 
so as ‘to effect with the least practicable delay such lawful 
changes in the rate structure of the country as will promote 
the freedom of movement by common carriers of the products 
of agriculture affected by that depression, including live stock, 
at the lowest possible lawful rates compatible with the main- 
tenance of adequate transportation service.’ 

“Acting in obedience to this resolution, the Commission 
has initiated. sundry investigations for the purpose of deter- 
mining the rate charges necessary to meet the requirements 
of the resolution. Under such circumstances the special facts 
might well justify the Commission in requiring a carrier pro- 
posing a change in a rate structure such as that here involved 
to justify its proposal; such a ruling would not constitute a 
departure from the general rules as to the burden of proof. 

“Furthermore, the Commission did not hold that it is a 
prerequisite to a reduction of rates to show that it will not 
affect the net revenue of-a group not earning the statutory 
return. Its own action as to the rate from the northern fields 
indicates that it lays down no such rule of rate-making. But 
in this case it finds that ‘the necessary result’ of the proposed 
reductions ‘would be further impairment of the aggregate an- 
nual net railway operating income in the group.’ What the 
court seems to regard as an indication of evidence which the 
Commission insists on as a prerequisite to a justification of the 
rates is merely a discussion of the absence of persuasive evi- 
dence submitted in support of the rates.” 

Earnest S. Ballard and Frank F. Harkness, for the Barton 
Coal Company and others operating mines in Ohio, and August 
G. Gutheim for the Pittsburgh Operators’ Lake Rate Committee, 
supporting the validity of the Commission’s decision, ask the 
Supreme Court to send the case back to the district court with 
instructions to correct that which has been wrongfully done by 
virtue of its injunction by requiring the restoration of the rates 
which were disturbed by “its improperly granted injunctior.” 
The case is discussed on five propositions. 

The first is that the alleged interest and right of the ap- 
pellee coal companies were insufficient to justify the interposi- 
tion of the district court, and that the bill of complaint should 
have been dismissed for want of equity. The second was that 
the order of the Commission of February 21, 1928, as amended 
and corrected March 8, was based on substantial evidence and 
was within the jurisdiction of the Commission. 

In the third proposition the attorneys for the northern oper- 
ators allege that the district court erred in holding that, in 
entering the order complained of, the Commission exceeded its 
powers and proceeded upon erroneous theories of law. The 
fourth proposition was that the district court made findings 
and conclusions which were contrary to the findings and con- 
clusions of the Commission and substituted its own judgment 
for the judgment of the Commission. 

: The fifth and final proposition was that the order was 
Within the power of the Commission; that the decree should 
be reversed and the cause remanded to the district court with 
directions to dissolve the injunction and dismiss the bill for 
want of equity and at the cost of the complainants, and to 
require the restoration of the rates in effect prior to the in- 
junction. 

The lawyers for the northern operators said that adequate 
relief On appeal would not automatically follow upon the mere 
dissolution of the injunction. That of itself, they said, would 
hot change the rates. In support of the proposition that the 
se should order the restoration of the old rates the northern 
gen pointed out that the injunction did not operate to main- 

in, but instead destroyed the status quo. Equity demanded, 


tric 
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they said, that the status quo be restored and that it should 
be so ordered. They said the right of the appellants to such 
relief was clearly established by the decision of the Supreme 
Court in Northwestern Fuel Co. vs. Brock, 139 I. C. C. 216. In 
that case they said the right of restitution of what one had lost 
by the enforcement of a judgment subsequently reversed had 
been recognized in the law of England from a very early period, 
and that the only question of discussion there had been was 
as to the proceedings to enforce the restitution. 

Under the caption, Hoch-Smith resolution, the northern 
lawyers said that the resolution was the third ground upon 
which the Commission founded its order to cancel the reduced 
rates. They asserted that there was abundant evidence to sup- 
port the affirmative finding made under the resolution. 

“On that ground alone it was competent,” asserted the 
northern lawyers, “for the Commission to hold that the pro- 
posed rates were unjust and unreasonable.” 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Eastland.) If shippers of 
live stock were present and knew condition and extent of bed- 
ding in railroad cars and accepted or acquiesced in same when 
cars were loaded, railroad would not be liable for injuries re- 
sulting to live stock by reason of improper bedding, even 
though duty devolved on railroad to attend to that part of ship- 
ment in first instance.—Kansas City, M. & O. Ry. Co. of Texas 
et al. vs. Moore et al., 11 S. W. Rep. (2d) 335. 

Where trial court determined to submit action against rail- 
road company by shipper for injuries of cattle as a whole on 
special issues, railroad company had no right to request court 
to submit special charge calling for general verdict respecting 
one element of negligence charged.—Ibid. 

In action by shipper against railroad for injury to cattle 
shipped, charge regarding carrier’s liability for injuries from 
improper bedding, acquiesced in by shipper involving issue of 
case, and based on facts affecting partial defense, should have 
been submitted as issue in case sumbitted as a whole on special 
issues, and was not required to be submitted as explanation and 
definition of terms, under Rev. St. 1925, art. 2189.—Ibid. 

Under Rev. St. 1925, arts. 2189, 2190, court in submitting 
case on special issues is under duty to submit such issues dis- 
tinctly and separately stated and both parties have right to have 
each group of facts which may constitute respectively right of 
recovery or right of defense presented to jury in clear manner. 
—Ibid. 

In action by shipper against railroad for injury to cattle 
shipped, special issue whether defendants were negligent in 
furnishing cars and bedding and in handling train in which 
cattle were shipped was multifarious, as containing more than 
once charge of negligence, and submission of such issue was 
reversible error.—Ibid. 

In action by shipper against railroad for injury to cattle 
resulting from negligence of railroad, shipper’s damages must 
be estimated on market value of cattle at destination of ship- 
ment, if they had any market value when they arrived there, 
and, in absence of any market value, shippers would be entitled 
to damages based on intrinsic value of stock.—Ibid. 

In action against railroad for injury to cattle shipped, evi- 
dence of intrinsic value of cattle is inadmissible, where testi- 
mony shows that cattle had market value.—Ibid. 


Dx 0 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 








REGULATION OF COMMON CARRIER 
(Supreme Court of New Jersey.) Primarily, consignor is 


liable for payment of freight charges, which liability continues, 
regardless of fact that goods may have been sold by consignor, 
or that railroad fails to collect freight charges from consignee. 
—New York Cent. R. Co. vs. Stanziale, 143 Atl. Rep. 834. 
Fact that person is named as consignee, or is owner of 
goods, does not render him liable for payment of the freight; 
but, to hold the owner or consignee, he must acquiesce or agree 
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to the bill of lading by some express or implied agreement, and 
the exercising of dominion over the goods is sufficient to render 
him bound by the bill of lading.—lIbid. 

Named consignee and owner, in disposing of property for 
which freight charges are sought to be collected, and notifying 
railroad of sale, may rely on provision of bill of lading pro- 
hibiting railroad from delivering property until all charges have 
been paid, as protecting him against liability for payment of 
freight.—Ibid. : 

Railroad held not entitled to recover freight charges on 
shipment consigned to defendant, where defendant notified rail- 
road that goods had been sold subject to payment of freight, in 
view of provision in bill of lading that railroad would not deliver 
goods until all charges thereon had been paid.—lIbid. 

(Supreme Court of Arkansas.) Where bus operator was 
granted license, under Acts 1927, p. 257, to operate regular bus 
line between two points upon fixed schedule at a rate of fare 
common to all, and taxicab operators were granted licenses un- 
der same statute to carry persons by private agreement at 
varying prices and at varying distances, taxicab operators could 
not interfere with bus operator’s business, although neither had 
exclusive franchise to perform particular services authorized 
by license.—Messina vs. Galutza et al., 11 S. W. Rep. (2d) 468. 

Bus operator, to whom license was issued under Acts 1927, 
p. 257, to operate regular bus line between certain points, held 
entitled to enjoin taxicab operators licensed under same act 
to operate taxi service to carry persons at any time at varying 
prices and at varying distances from encroaching upon or in- 
terfering with bus operator’s business.—Ibid. 

(Court of Appeals of Kentucky.) Under Ky. St. Supp. 1928, 
secs. 2739j21, 2739j2la, taxicab operators cannot pick up pas- 
sengers at points on route over which plaintiff bus companies 
hold certificates of convenience under section 2739jl, except at 
station of operators of taxicab or where prospective passenger 
has engaged taxicab in advance to pick him up at some point, 
in which case original trip would begin when taxicab left station. 
—Hazard Bus Co. et al. vs. Wells et al., 11 S. W. Rep. (2d) 413. 

(Supreme Court of Arkansas.) Insolvency of buyer, to give 
the right to seller of stoppage in transitu, must arise after the 
sale, or, if it existed at the time of the sale, it must appear 
that it was not discovered until afterward by the seller.—Hen- 
derson Co. vs: Webster, 11 S. W. Rep. (2d) 463. 


Where seller knew of buyer’s insolvency before sale of goods, 
and did not attempt to exercise right of stoppage in transitu 
after hearing of buyer’s death until after delivery of goods to 
buyer’s place of business, it could not assert right of stoppage 
in transitu because it did not exist; the goods already having 
been delivered.—lIbid. 


(Court of Civil Appeals of Texas, El Paso.) Lien of freight 
company held to attach to property when and where company 
began performance of transportation contract, and continued 
to exist until it was discharged by payment of charges, waived 
by company, or lost by some default: of company, as against 
contention that lien would only become complete when trans- 
portation contract was performed and property delivered at 
destination.—Trans-Continental Freight Co. vs. Packard North 
Texas Motor Co., 11 S. W. Rep. (2d) 362. 


(Supreme Court of Florida.) While a common carrier is 
not required to equalize disadvantages of location or other sub- 
stantial inequalities between shippers to avoid a charge of dis- 
crimination, it is the duty of such carrier to so conduct its 
public business as to avoid unjust discriminations, as to either 
rates or service, between shippers who are similarly situated 
with respect to the service performed by the carrier in the dis- 
charge of its public duties, and who are therefore entitled to 
impartial treatment.—State ex rel. Burr et al., State Railroad 
Com’rs, vs. Atlantic Coast Line R. Co., 119 So. Rep. 110. 

An order of the railroad commissioners requiring a railroad 
company to enlarge its switching limits at Sanford to include 
a spur track known as Whitner’s siding, and to apply to ship- 
ments to and from said siding the same rates and treatments 
applied to like shipments to and from other points within the 
switching limits of Sanford, held reasonable, it appearing that 
there exists no substantial operating objections to such enlarge- 
ment, and that the location of Whitner’s siding relative to the 
freight station and assembly and breakup yards of the carrier, 
and other conditions affecting the operation and service to and 
from said siding, are substantially the same as those pertaining 
to two other sidings of relatively similar location and use which 
are now voluntarily included by the carrier within its switching 
limits, and to which the carrier voluntarily applies the Sanford 
freight rate, which is lower than the rate now applied to ship- 
ments to and from Whitner’s siding, nothing being shown to 
afford a just basis for discrimination in rates or services be- 
tween Whitner’s siding and the other sidings mentioned.—Ibid. 


PIEDMONT & NORTHERN CASE 


“The situation produced by the Commission’s construction 
of the law, now sustained by the court, would seem to be just 
about as unsatisfactory as it can be,” says John E. Benton, 
general solicitor of the National Association of Railroad and 
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Utilities Commissioners, in a bulletin to members on the 
mont & Northern case. (See Traffic World, January 26, D. 2 
Mr. Benton says the decision of the federal court for : 
western district of South Carolina “leaves it impossible to kno 
whether a freight-carrying electric is subject, as to constry, 
tion and the issuance of securities, to federal law, or jg He 
under state law,” and adds: ; 


The exclusion language in paragraph (22) was presented to G 
gress by representatives of this association and of the Ameie 
Electric Railway Association when the transportation act was bene 
framed, for the announced purpose of excluding all electric lines - 
cept electrified portions of steam lines. Under this construction’ the 
effect of it is to place some lines under the federal commission 
and leave others under the state commissions. The opinion dignos. 
of the particular case, and leaves every other case to be determines 
by a trial of the facts before the Interstate Commerce Commission 
Until such trial has been had nobody can know whether a road ig’ syp. 
ject to that Commission or not. 

Clearly the law needs clarification. 
appointed a special committee, consisting of Past-President Wells 
and Commissioner Benn, of the executive committee, and Commis. 
sioner McDonald, of Wisconsin, of the committee on legislation, to 
confer with the Interstate Commerce Commission concerning the 
need of clarification, and to make recommendations thereon, 


O’FALLON RECAPTURE CASE 


The Commission has further postponed until April 30, 1999 
the effective date of its orders in the O’Fallon recapture cage 
Since the litigation in the case began, the Commission hys 
from time to time extended the effective date of the order, 
The case is now pending in the Supreme Court of the United 
States for decision. 


President Gettle has lately 





FINAL VALUATION REPORT 


Valuation No. 299, Sierra Railway Company of California, opinion 
No. B-708, 149 I. C. C. 171-99, final value for rate-making purposes 
of property owned and used for common-carrier purposes found to 
be $2,182,775, and of property used but not owned, $5,115, as of June 
30, 1916. 


MONEY FOR THE COMMISSION 


Senator Wheeler, of Montana, submitted an amendment 
to the independent offices appropriation bill to increase the 
appropriation for the Commission for authorized expenditures 
necessary in the execution of laws to regulate commerce from 
$2,834,464 to $2,887,000, and to increase the amount that may 
be expended for personal services in the District of Columbia, 
etc., from $2,209,464 to $2,250,000. 

As the appropriation bill passed the House, provision was 
made for an appropriation of $2,834,464 for execution of laws to 
regulate commerce, of which amount not to exceed $2,209,464 
“may be expended for personal services in the District of 
Columbia,” etc. 

The amendments proposed by Senator Wheeler would put 
in the bill the estimate of the Bureau of the Budget of $2,887,000 
which the House committee on appropriations reduced by $52,536. 
This sum of $52,536 in addition to that carried in the bill as 
it passed the House would enable the Commission to employ % 
instead of only 13 additional examiners. (See Traffic World, 
January 19, pp. 146-7.) 

In the hearing on the nomination of Commissioner Aitchi- 
son, Senator Wheeler took the position that Congress should 
provide the Commission with sufficient funds to do promptly 
the work required by Congress. 

The Senate passed the independent offices appropriation 
bill, including the Wheeler amendment, increasing the Com 
mission’s appropriation. It agreed to amendment designed to 
reduce expenditures for Shipping Board attorneys by $50,000, 
and to eliminate the sea service bureau of the board. The bill 
was sent to conference between the two houses for agreement 
on items in dispute. 


RAILWAY MAIL PAY 


President Coolidge has transmitted to the Speaker of the 
House of Representatives a deficiency estimate of $18,325,000 
for the Post Office Department, of which $15,000,000 is for rail 
road transportation and mail passenger service for the fiscal 
year 1929. In a letter from the Director of the Bureau of the 
Budget it was explained that the $15,000,000 was due very 
largely to the Commission’s decision of July 10, 1928, materially 
increasing the pay to railroad companies for transporting the 
mails. 

“This order,” said the Director, “added approximately 
$15,000,000 per year to the cost of railroad transportation and 
was made effective on August 1, 1928, thus increasing payments 
in the fiscal year 1929 by approximately $13,750,000. The re 
maining $1,750,000 is due to increase in the volume of mail 
handled, as evidenced by experiences encountered in the early 
part of the fiscal year.” 

In addition to increasing the rates of pay for the future, 
the Commission made a retroactive award of approximately 
$45,000,000 in favor of the railroads. Cases involving the que 
tion of whether or not the Commission has the power to make 
such a retroactive award are pending in the Supreme Court of 
the United States. 
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Freight Rates 


Fiftieth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, by 
G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania. 


Transcontinental Rates—Part III 


Rates from the eastern transcontinental groups to destina- 
tions in the northern section of transcontinental destination 
territory are constructed in much the same way as the rates 
from the eastern groups to destinations in the southern section. 
The territory east of the Rocky Mountains and Montana and 
Wyoming is divided into lettered groups or rate zones con- 
forming closely to the westbound groups used for the construc- 
tion of rates to the south Pacific terminals and intermediate 


territory. 
Eastern Groups of Origin 


In general, the groups include all or parts of the states 
shown below: 


Group A: All points in Connecticut, Delaware, District of Co- 
lumbia, Maine, Maryland, Massachusetts, New Hampshire, New 
Jersey, Rhode Island and Vermont. Portions of New York, Pennsyl- 
yania, Virginia and West Virginia, not included in other groups. 

Group B: Portions of the states of Kentucky, New York, Ohio, 
Pennsylvania and West Virginia, not included in other groups. 

Group C: Points in the states of Indiana, Ohio and the southern 
peninsula of Michigan, not included in other groups. 

Group C-1: Points in Indiana not included in Groups C or D. 

Group D: Points in the states of Arkansas, Illinois, Indiana, Ken- 
tucky, Louisiana, Michigan, Mississippi, Missouri, Tennessee and Wis- 
consin not contained in other groups. 

Group E: Stations in Arkansas, Illinois, Iowa, Minnesota, Mis- 
souri, Oklahoma, South Dakota and Wisconsin, not included in other 


oups. 
4 Group F: Points in Iowa, Kansas, Minnesota, Missouri, Nebraska, 
North Dakota, South Dakota and Wisconsin, not in other groups. 
Group G: Portions of the states of Colorado, Kansas, Nebraska, 
and Wyoming, not included in other groups. 
Group H: Points in the states of Arkansas, Louisiana, New 


Table No. 1 





TRANS-CONTINENTAL CLASS RATES, WEST BOUND, TO 
NORTH PACIFIC TERMINALS, GOVERNED BY THE 


' WESTERN CLASSIFICATION. 


Rates in Cente Per One Hundred Pounds 


From —_— Se Cl ces 
Groups 1 2 3 4 5 A B Cc D E 


A, K or K-1.]555 [480 |398 [338 |285 [288 |228 [180 {173 {158 
B, L or L-1.|540 |465 |390 |330 |277.5|281 |222 |176 {168 /150 
C, C-1 or M.j525 |455 |378 |322.5/270 |273 (218 |173 |165 [147 
Or 510 [443 (367.5/311 [263 (266 [210 |165. {153 /128 
| See 495 |428 |357 |300 |252 |258 |203 |158 |149 [125 
DU sesacaceoe 450 [390 (330 |275 |240 /|240 [185 |142.5/136 |114 
Devcccccccccs 450 |390 |330 |275 |240 |240 |185 |142.5)136 |114 
iit owssanee 510 (443 |367.5)311 ‘|263 |266 |210 |165 {153 {128 
, eee 366 |317 |267.5/225 |197 {197 [151 {117 [112.5] 95 
Misieecsecess 478 .5|415.5/344.5|291.5/246.5/249.5/197 |155 {148 |128 











I 


Pome Oklahoma and Texas, excepting those included in other 
Group J: Points in Colorado, Nebraska, New Mexico, South Da- 
kota and Wyoming, excepting those included in other groups. 
Group K: Points in the states of Florida, Georgia, North Caro- 
lina, South Carolina, Tennessee and Virginia, unless included in other 


groups. ‘ 
= K-1: Florida points not included in other groups. 
Group L: Points in Alabama, Florida, Georgia, Kentucky, North 
Carolina, Tennessee and Virginia, not included in other groups. 
— L-1: Florida points, excepting those included in other 
roup M: Points in the states of Alabama, Florida, Georgia, Ken- 
poo dl Louisiana, Mississippi and Tennessee, unless Fam go other 
= N: Points in New Mexico and Texas, not included in other 


It should be noted that the grouping of east end territory 
for the construction of rates to the north Pacific territory is 
virtually the same as for south Pacific territroy rate construc- 
tion, except for the subdivision of Group A for south Pacific 
rates, and the addition of Group N, embracing El Paso and 
points in southwestern Texas and southeastern New Mexico, 
for north Pacific territory rates.’ 


West End Destination Grouping 


The territory within the northern section of Transconti- 
hental Territory includes points in Washington, Oregon, Idaho, 
Utah, and British Columbia in Canada. 

The north Pacific coast terminals within this territory in- 
clude, among other less important points, Vancouver, British 
Columbia, Bellingham, Everett, Tacoma, Seattle and Olympia, 
Washington; Astoria and Portland, Oregon. Spokane and Walla 
Walla, Washington; La Grande and Pendleton, Oregon; Ccur 
d'Alene, and Boise, Idaho, the centers of important interior 


———e 
1293.7 228-Continental Freight Bureau Tariff, No. 4-A, I. C. C. No. 


rate groups. The rates to certain of the interior rate groups 
are on a lower basis than the rates to the north Pacific ter- 
minals. Intermediate points on the main lines are usually on 
the same basis as the rates to the terminals or to the important 
interior groups. The rates to other points are made differ- 
entially higher than the rates to the terminals or interior 
basing points. More than two hundred scales of class rates 


Table No. 2 





TRANG CONTINENTAL CLASS RATES, WEST BOUND, TO 


KANE, WASH., AND POINTS TAKING THE SAME 
BASIS OF RATES, GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Oents Per One Hundred Pounds 


Classes 





Groups 1 3 4 5 A B C D E 
A, K or K-1.|]525 |452 |374 |300 |250.5/263 |207 |167 |155 [140 
B, L or L-1.|480 [414 |344 |281 |236 (243 [192 (155 |144 /|129 
C, C-1 or M.|457.5|394.5|329 |272 |228 (234 |185 (147 |138 (124.5 
ee 435 |376.5|313.5|263 |221 |225 |177 |141 |133.5/120 
ere 420 |363 |304.5/257 (|214.5/219 [171 |137 {129 {117 
. eer 375 (326 |275 |237 |200 (200 |156 /|124.6)119 (106.5 
_ eee 420 {363 (|304.5/257 |214.5|219 |171 |137 |129 /|114 
istassesvowan 375 |326 |275 |237 |200 [200 (156 (|124.5)119 (106.5 
ee 435 |376.5|/313.5)263 |221 {225 {177 |141 ior tt 
a 337.6/292.5/247.5|214 {169 [163.6)141 (112.5|107 Tt 
eee 407 .5|353.5|294.5|/246.5/207 |211 |166 |132.5|125.6|112.5 

*Restricted as to route. 


795 or 96. 





are provided from eastern groups to destinations in North Pacific 
Territory. 
Rates to Washington 


Class rates from eastern groups to points in Washington 
are adjusted with reference to the basis of the north Pacific 
terminal. The basic class rates to Seattle, Bellingham, Everett 
Olympia, Tacoma, and a large number of other terminals and 
points taking the same basis of class rates are shown in Table 
No. 1. 


Rates to the terminals in Washington are on the same basis 
as the class rates to the south Pacific coast terminals from 
Groups A, B, C, D, E, F, J. K. L and M, but the rates to the 
north Pacific terminals from Groups G and H are higher than 
those to the south Pacific terminals, on account of the relatively 
greater distances. 


Rates to Spokane and Walla Walla, Washington, are lower 
than the terminal rates, as shown in Table No. 2. 

Rates to points other than those taking the terminal basis 
of rates or the basis of the intermediate groups are higher 
either by differentials over the terminal or interior basing 
points, or are made by adding arbitraries to these rates. The 
first class rates to Epsom Spur, Washington, a typical local 


Table No. 3 
ems 
TRANS-CONTINENTAL CLASS RATES, WEST BOUND, TO 
LA GRANDE, ORE., AND POINTS TAKING THE SAME 
BASIS OF RATES, GOVERNED BY THE WESTERN 
CLASSIFICATION. 


Rates in Cente Per One Hundred Pounds 


From 
Groups 1 2 3 4 5 A Cc 
A, K or K-1./525 {452 |374 [300 7 7 {167 
B, L or L-1./480 [414 (344 (381 155 
Cc 4.5/329 |272 23 147 
D 3 765/313 .5/263 141 
304 .5/257 . 137 
275 (237 00 |200 124. 

304.5/257 3 
.5(313 .5/263 
-5|313 .5|263 
92.5/247.5/214 


177 
337 .5{2 ° 169 (|163.5|141 
|407.5/353 .5/294.5/246.5/207 |211 [166 


*Common points. 





point on the Great Northern Railway, with rates higher than the 
terminal rates, illustrate this principle of rate construction, 


which is found at many other points.’ 
First class rates to Epsom Spur, Washington, and points 


taking same rate basis: 
Rates in cents per 100 pounds, from groups A, K or K-1, 596; 
2Trans-Continental Freight Bureau Tariff 4-A, Item 1232. 























-B, L or L-1, 561; C, C-1 or M, 540; D, 520.5; E, 506; F, 461; G, 461; 
H, 520.5; J, 422; N, 488.5. 


Oregon Rates 


Class rates to the north Pacific terminals in Oregon, includ- 

ing Astoria; Partland, and a number of other points, are the 
. same as the rates to the north Pacific terminals in Washington, 
shown in Table No. 1. 

Rates to La Grande, Oregon, and to other important interior 
basing points taking the same basis of class rates are shown 
in Table No. 3. These rates, it should be noted, are very simi- 
lar to the scales to Spokane, shown in Table No. 2. 

Rates to points in Oregon on a higher basis than the ter- 
minals or interior. points are represented by the first class 
rates below applicable to More, Oregon, a local point on the 
O.-W. R. R. and N. Co., a part of the Union Pacific System:* 










































































Rates in cents per 100 pounds, from Groups A, K or K-1, 585; 
B, L or Le-l, 556.5; C, C-1 or M, 537; D, 515; E, 500; F or G, 455; H, 
515; J, 394; N, 464. 
Rates to Idaho 
Class rates to Coeur d’Alene and a number of points in 
Idaho take the same bases of rates as Spokane, Washington. 
These are shown in Table No. 2. The rates to other less im- 


Table No. 4 


TRANS-CONTINENTAL COMMODITY RATES, WESTBOUND, 
TO NORTH PACIFIC TERRITORY 


Rates in Cents Per One Hundred Pounds 


To —From Groups— 
Commodity Groups B Cc D E 
187. 180 173 


187.5|180 


F1 

Plaster Work (in crates) {2 
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Tires (rubber, pneumatic) 
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Tin Boxes 








portant points are made by adding arbitaries to the intermediate 
junction points. 

Thus, the first class rates to Dolomite, Idaho, a local point 
on the Campas Prairie Railroad, are as shown below:* 


First class rates to Dolomite, Ida. Rates in cents per 100 d 
o- Groups A or K, 539; B or L, 494; C, C-1 or M 471.5; D449: 
, 434; F or G, 389; H, 449; J, 351.5; K-1, 540; L-1, 495; N, 421.5. 


Rates to Points in British Columbia 


Rates to Vancouver and Victoria, British Columbia, and a 

- number of other points in this vicinity in Canada are on the 

same basis as the rates to Seattle and Portland, shown in Table 

No. 1. Other points in British Columbia have rates differentially 
higher than the terminal rates. 


Commodity Rates | 


North Pacific transcontinental territory is divided, for the 
purpose of constructing commodity. rates, into three groups 
taking commodity rate bases 1, 2, and 3, respectively. There 
are slight variations in the general commodity rates to these 
groups. In general, where there are any variations, the rates 
to groups taking rate basis 3 are the lowest, those to rate basis 
2 are next higher, and those to rate basis 1 are the highest. 

A few selected commodity rates as typical are shown in 
Table No. 4. 

Miscellaneous commodity rates are available from individual 
points or groups in eastern territory to individual points or 
groups in northern transcontinental territory, and basing rates 
or proportional rates are provided to be used in constructing 
rates via designated basing points or gateways to the north- 
west. The proportional gateways include: The Missouri River 


‘Ibid, Item 938. 
‘Ibid, Item 1146, 
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crossings, the upper and lower Mississippi River crossings, the 
Chicago junction points, the Twin (Cities, the Niagara frontig, 
the western termini of the trunk lines, the Ohio River opogy 
ings, Birmingham, Ala., Danville, Ill., Duluth, Minn., Eldred, 
Pa., Helena, Ark., Mapleton and Correctionville, Ia. ' 
The transcontinental tariffs provide, if the combinations 
of proportional rates result in lower rates than the t 
rates, the lower proportionals may be used, alternatively, 


EXPRESS AGENCY PLANS 


The Trafic World Washington Bureay 


In the course of the hearing on the applications of the raj 
roads and the new Railway Express Agency, Inc., for Permission 
to do the things they deemed necessary to transfer the expregy 
business now done by the American Railway Express Com 
to the agency, Commissioner Campbell showed a desire to 
out why the railroads had not sought to accomplish the trangfe 
by purchase of the stock of the express company and whether 
there was any agreement or understanding between the raj. 
roads and the American Railway Express Company that the 
latter should remain out of the express business. (See Traffic 
World, January 26.) 

President Storey, of the Santa Fe, the witness who ex: 
plained the plans, said that the attorneys for the railroads 
advised the committee that it could not carry out the plang 
to have a non-dividend paying agency for performing express 
service unless the committee could obtain all the stock of the 
existing company. The complete acquisition, the lawyers said, 
would be impossible for the reason that while the old American 
and Adams express companies held large blocks of the stock 
of the American Railway Express Company, the stock of that 
company which had been allotted to Wells Fargo & Company 
had been distributed among the stockholders of that company 
and was in possession of individuals not known to the holders 
of the big blocks of stock. Any minority interest, the lawyers 
asserted, could prevent the fruition’ of plans to have a non 
dividend paying agency performing express service. 

As assuring permanency of the plan for regional representa- 
tion on the board of directors of the express agency, Mr. Storey 
called attention to the fact that a change could be brought 
about only by a vote of two-thirds of the 1,000 shares of the 
stock of the agency. 

Commissioner Campbell called attention to the fact that 
express business might be done by carriers by water, by air: 
plane, and by truck as reason for inquiring whether the new 
agency had any contract or agreement with the old company 
that it would not go into the express business. Seemingly the 
inquiry was inspired by reports that the old company had made 
plans or was thinking of plans to continue in business. Mr. 
Storey said there was no agreement or contract. He thought 
that, in view of the fact that the agency had made arrangements 
to take over the entire organization of the express company, 
including the plans for paying pensions to the employes amount- 
ing to between $800,000 and $1,000,000 a year and would control 
express shipments by railroad, there was not much likelihood 
of the old company continuing in business. He said the new 
company had not decided whether it would or would not issue 
money orders, but he said that, inasmuch as the old company 
was issuing such orders for one of the predecessor companies, 
it was not likely to continue in that business on account of 
the expense of building up an organization. 

In the discussion between Mr. Campbell and Mr. Storey 
it was assumed that, if the agency had bought the stock of 
the express company, the latter’s right to do an express business 
would go with the stock. Mr. Campbell asked if the agency 
thought it could afford to take the risk involved of having the 
old company go into the express business. Mr. Storey said 
the committee thought it could afford to run that risk better 
than to pay the $3,000,000 or $4,000,000 more that it would have 
cost to have acuired the stock of the express company. 

Questions by Luther M. Walter, in behalf of the National 
Industrial Traffic League, seeking to have the new agency enter 
into a stipulation, among others, whereby the agency would 
bind itself to do no business other than that usually done by 
an express company, were taken to indicate the anxiety of 
shippers to know definitely that the company would not seek 
to do any of the multitude of things authorized by its Delaware 
charter other than carry on an ordinary express business. Mart 
cus L. Bell, the attorney in charge of the presentation of the 
agency’s case, indicated that he would not be willing to stipu- 
late anything not reuired by the law in regard to the service 
of the express agency, the League’s desire being to have it 
agree to be bound by the jurisdiction over service which the 
law gives over the service rendered by railroads in the carriage 
of freight. 

C. A. Lutz, vice-president of the American Railway Express 
company, in charge of accounting, said the transfer to be made 
on March 1 would cause no change in accounting methods 
except those inhering in the fact that the new company would 
be a railroad instrumentality not organized for profit, the “ 
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In the Pennsylvania’s famous fleet of 
61 named freight trains—there are 33 
which carry a greater or less amount 


of perishable freight. And of these 33, 





Up go the hatches! Down thunders the ice! Efficiently, com- 
pletely—the bunkers are filled. The hatches bang shut. The 
freight train rolls on. Safe in its hold ride the vegetables, crisp 






and cool as from a garden... 


P utting vegetables 


on ice---at the rate 


of one carload 
aminute!. . 


14,000 pounds of chunk ice in each car is 
the capacity of the newest Pennsylvania 
steel refrigerator cars. That amount of 
ice, combined with proper ventilation, 
assures the freshness and safety of perish- 
ables carried. 


Even on long journeys there is no dan- 
ger of the ice giving out. In icing stations, 
placed at strategic points along the Penn- 
sylvania’s lines, each car is inspected and 
its supply replenished—at the rate of one 
car a minute! 


Today it may be said that all of the 
2,500 to 3,000 daily Pennsylvania freight 
trains run on schedule. They have estab- 
lished a regularity and on-time depend- 
ability of performance which challenges 
comparison with the records of passenger 
trains. 


six carry perishables exclusively: veg- 
etables, meat, eggs, fruit. 






UNCLE SAM 
St. Louis to Seaboard Cities 





= 
THE PACKER 
Chicago to Seaboard Cities 


THE BULLET 
Indianapolis to Seaboard Cities 


THE ORIOLE 
(From Southern States) 
Washington to New York 


THE LIGHTFOOT 
Columbus to Chicago 


UNCLE REMUS 
(From Southern States) 
Washington to Boston 


and West the 


From North, South, 
“Limiteds of the Freight Service” rush 
the choice green vegetables and other 
heartier delicacies of the farmlands into 
the teeming cities of the great industrial 
region, served by the Pennsylvania Rail- 
road. 


This is but one of the many ways in 
which the Pennsylvania Railroad has in- 
creased its services to freight shippers. 
The panel above lists limited trains carry- 
ing all classes of perishables. 


| PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight thanany other railroad in America 
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Norfolk TideWater Terminals Inc. 





15¢ CO 





sible insurance rates... direct rail transfer 
(except in New York where the terminal is 
located within “free lighterage limits”) 
affords maximum economy. Waterside 
storage eliminates one or two transfers 
which greatly reduces the hazards attend- 
ant to the excessive handling of freight. 














ATLANTIC TIDEWATER TERMINALS NORFOLK TIDEWATER TERMINALS, Ine. 
G. W. Green, V. P. and Gen’l Mgr. J. A. Moore, Manager / 
17 State Street, New York Norfolk, Va. : 
PHILADELPHIA TIDEWATER TERMINAL KEYSTONE WAREHOUSE CO. 
1g G. M. Richardson, Gen’l Mgr. and Treas. W. J. Bishop, Gen’l Mgr. 
10 Chestnut Street, Philadelphia Seneca and Hamburg Sts., Buffalo, N. Y. 






MERCHANTS WAREHOUSE CO. 
Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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transportation revenues” of which would be distributed among 
the railroads by groups under an arrangement similar to the 
one in effect. He estimated such revenues to amount to $135,- 
000,000 a year. 

Corwin Black, general manager of the express company’s 
real estate department, described the methods used in ap- 
praising the real estate of the express company, which is to be 
transferred to the railroads, at about $8,000,000. 

G. W. Lamb, general auditor of the express contract com- 
mittee of the Association of Railway Executives, said he had 
worked with Mr. Lutz and checked the figures he had made 
to arrive at the established purchase price the railroad agency 
was to pay for the express property. 

Bird M. Robinson, president of the American Short Line 
Railroad Association, said he heartily approved the plan as be- 
ing in the public interest as well as that of the right of the 
carriers. He said he had been instructed to intervene unless 
an agreement could be reached with the law committee of the 
railroads reserving the right to the Commission to fix joint rates 
and protect existing routing of express matter. 

Mr. Bell read a statement on behalf of the applicants ac- 
knowledging the proposed contract as being necessarily subject 
to the regulatory powers of the Commission and agreeing that 
the execution of a contract by a short line providing for express 
service would be without prejudice to its right to apply to the 
Commission for a revision of rate divisions or for the protection 
of existing routing. Mr. Robinson said that that would be 
satisfactory to the short lines and that he would not intervene. 

Mr. Bell said that details of the proposed issue of bonds 
were still in negotiation, because the appraisal of the property 
to be taken over had not been completed and he asked leave 
to submit the details to division 4 later. He said individual 
applications to hold multiple directorships would be submitted 
when the board of directors of the new company had been 
agreed upon. 


EXPRESS SUB-BLOCK RATES 


Nothing definite has been heard by the Commission men 
concerned with the sub-block express rate controversy as to 
the consultation that was to have taken place January 24 be- 
tween the lawyers for the American Railway Express Company 
and the attorneys for the Railroad Express Agency, Inc., about 
the proposal of the complainants in No. 21811, Merchants’ Asso- 
ciation of New York et al. vs. American Railway Express Com- 
pany et al., that the facts about that controversy be stipulated 
so as to avoid the necessity for a hearing. (See Traffic World, 
January 26, p. 219.) The attorneys for the new company have 
been represented, in talk about tthe matter, of being willing to 
have the officials of the American Railway Express Company 
handle the case just as they would have handled it had there 
been no arrangement for the taking over of the express busi- 
ness by the new company. That attitude is said to be the out- 
growth of the idea that the express business after March 1 
would be handled just as if there had been no change in 
ownership, because the new company would take over the entire 
personnel of the old company. However, there is nothing 
definite about the matter and, so far as the Commission knows, 
the complaint will have to be handled in the ordinary routine 
way. 


EXPRESS AGENCY DIRECTORS 


A series of applications has been filed with the Commis- 
sion seeking authority under paragraph (12) of section 20a for 
railroad officials to hold positions with Railway Express Agency, 
Inc. In the first group of the applications made public by the 
Commission the applicants are Patrick E. Crowley, president 
of the New York Central; Robert J. Cary, vice-president and 
general counsel of the New York Central; Edward G. Buckland, 
chairman of the board of the New York, New Haven & Hart- 
ford; Joseph P. Blair, general counsel of the Southern Pacific; 
Henry W. Clark, general counsel and vice-president of the 
Union Pacific, and Marcus L. Bell, general counsel and vice- 
president of the Chicago, Rock Island & Pacific. Each of the 
applicants ask authority to hold, in addition to the positions 
heretofore authorized, the position of director and of vice- 
president and any other position or positions in Railway Ex- 
press Agency, Inc. The applicants say they have not been 
elected or appointed to any position with the agency but “ex- 
pect to be elected a director and perhaps a vice-president as 
soon as the approval now sought is granted.” Reference is 
made in the anplications to the applications in Finance Nos. 
7316 and 7322 that set forth the proposals with respect to the 
railroads taking over the express business. 

Elisha Lee, vice-president of the Pennsylvania; C. B. Heiser- 
man, vice-president and general counsel of the Pennsylvania; 
Charles Donnelly, president of the Northern Pacific; F. C. Nico- 
demus, Jr., assistant general counsel of the Wabash; W. B. 
Storey, president of the Santa Fe, and William H. Williams, 
chairman of the Missouri Pacific, ask authority to hold. positions 
with Railway Express Agency, Inc. : 

L, A. Downs, president of the Illinois Central, has filed an 
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application to hold the position of director 


with Railw 
press Agency, Inc. ay Ey 





MOTOR BUS LEGISLATION 


“The prospect for the enactment of bus legislation aDDears 
better at this time than ever before, if the bill can be brought to 
a vote,” says John E. Benton, general solicitor of the Nationa 
Association of Railroad and Utilities Commissioners, in g py 
letin to members telling of the informal conferences on the sub. 
ject with the house committee on interstate commerce, 

“The house committee undoubtedly can secure a vote if a 
majority so desires. The main trouble heretofore has beep 
the opponents have been more vociferous than the proponents ot 
the bill. In the present situation those who favor the enactment 
of legislation can help greatly, as President Gettle has suggested 
by wiring their congressmen asking them to help secure the 
prompt report of the bill from the committee on interstate and 
foreign commerce and its passage through the house.” 

The House committee on interstate and foreign commerce 
has concluded its informal conferences on proposed motor pys 
legislation and Chairman Parker hopes to obtain a report goop 
from the committee on a bill providing for regulation. Repre 
sentatives of various groups interested in the legislation were 
heard by the committee. 

The House committee on interstate and foreign commerce 
met in executive session January 30 on the proposed motor 
bus legislation. The committee planned to continue its consiq. 
eration of the matter at a session February 1. 


HEARING ON NEFF NOMINATION 


Pat M. Neff, whose nomination for reappointment ag a 
member of the Board of Mediation brought opposition from 
railroad labor, appeared before the Senate interstate commerce 
committee this week. He reviewed his record as a member 
of the Texas legislature and as governor of Texas to show 
as he contended, that he had been a friend of labor and 
not an enemy as charged by those opposed to confirmation of 
the nomination. He said he was surprised to learn that he 
was an enemy of labor. He also submitted evidence to show 
he had not been dilatory in performance of his duties ag a 
member of the Board of Mediation, and that his record was 
the second best on the board with respect to obtaining settle. 
ments of disputes and general work. Part of the hearing was 
held behind closed doors. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I railroads 
in road train service and yard switching service, exclusive of 
switching and terminal companies, in the eleven months ended 
with November amouunted to $313,684,511, as compared with 
$341,862,430 for the same period of 1927, according to statistics 
compiled by the bureau of statistics of the Commission from 
carrier reports. For November the cost was $28,960,444, 4s 
compared with $30,038,283 for November, 1927. Detailed statis. 
tics follow: 


‘ Net tons coal consumed—9,749,572 in November and 9,470,813 in 
November, 1927; 101,873,740 in eleven months and 105,234,147 in same 
period of 1927. 
: Average cost per net ton, excluding direct freight charges—$2.05 
in November and $2.20 in November, 1927; $2.13 for eleven months 
and $2.21 for same period of 1927. 
; Gallons fuel oil consumed—218,494,274 in November and 202,336,690 
in November, 1927; 2,226,554,241 in the eleven months and 2,169, 681,853 
in same period of 1927. 

Average cost per gallon, excluding direct freight charges—2.32 
cents in November and 2.60 cents in November, 1927; 2.44 cents for 
eleven months and 2.76 cents for same period of 1927. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 19 was 
estimated at 11,735,000 net tons by the Bureau of Mines of the 
Department of Commerce. This was an increase of 65,000 tons 
as compared with the output in the preceding week. Anthra 
cite production was estimated at 1,789,000 net tons, an increase 
of 40,000 tons over the output in the preceding week. 

Tidewater bituminous coal shipments the week ended Jal 
uary 19 were reported as follow: From Hampton Roads, 403; 
209 net tons, of which 248,041 tons were for New England 
delivery; from Charleston, S. C., 1,040 tons. 

Total production of bituminous coal in the calendar year 
1928 is estimated at 492,755,000 net tons, as compared with 
519,804,000 tons in 1927. Total production of anthracite for 
1928 is estimated at 76,734,000 net tons, a decrease of 3,362,000 
tons, as compared with the output in 1927. The 1928 estimates 
are subject to revision. 


GAS PIPE LINE BILL 3 

Senator Reed, of Missouri, has introduced S. 5608, a bill t 
amend the interstate commerce act so as to bring under. the 
jurisdiction of the Commission gas pipe lines crossing state 
lines. The bill was referred to the committee on the judiciary. 





- « 




















* A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised’ 
without his knowledge. 










The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 













Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? | 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Plied In and Out of 


_Ghe 
Port of Houston 


During 1928 


An increase of 10% over the same 
period of 1927 
An increase of 42% over 1926 


And an increase of 66% over 1925. 


OUSTON is rapidly forging to 

the front as one of the largest 
ports of this country. Its inland 
location offers safe berthing to 
vessels. Its wonderful rail trans- 
portation (18 railroads serving 
Houston) means fast movement of 
goods to and from the Port, also 
competitive freight rates. Splen- 
did facilities for handling cargo 
are at the wharves — large ware- 
houses, tremendous industrial ac- 
tivities line this 52-mile deepwater 
channel. 


The Port of Houston Is Progressing 


Write for FREE Copy of the 


PORT BOOK 


Do it NOW! 


Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - - TEXAS 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to an —_ question relating to the law 
of interstate transportation of freight traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. c A 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that ee a - ‘oman too complex for the kind of investigation 
herein contemplated. 

Daiees Questions and Answers Department, 

Traffic Service Corporation, Mills Building, Washington, D. C. 
















Tariff Interpretation—Rule for Constructing Rates on Combina- 
tion Basis 


Oklahoma.—Question: Referring to the last paragraph of 
your answer to “Oklahoma,” under the above caption, on page 
966 of The Traffic World of October 27, 1928, reading as follows: 

“It does not appear, therefore, that it was the intendment of 
the carriers to limit the application of rule 25 of Agent Boyd’s 
Circular 1-T, I. C. C. A-1924, to rates subject to the provisions 
of rule 525 of that tariff.” 

The question with which we are having some difficulty is 
whether the carriers may be expected to protect the combination 
rule and, while it is stated that apparently it is the intent of 
the tariff that same should be applied, that is rather indefinite 
for the reason that the actual meaning rather than the intent 
of the tariff governs. 

Answer: Unless the principle of the Commission’s deci- 
sion in Forbes & Sons Piano Co. vs. A. G. S. R. R. Co., 101 
I. C. C. 74, and 118 I. C. C. 185, and cases in which it has been 
applied be applicable, in the instant case, it does not appear 
that effect can be given to rule 25 of Agent Boyd’s I. C. C. 
A-1644, independent of its use in connection with rule 525 of that 
tariff. 

Freight Charges—Time Within Which Must Be Paid 


Missouri.—Question: We have noted your answer under 
the above caption, as published in the December 8, 1928, Traffic 
World, also the items on page 1108 of The Traffic World of 
November 17, under the captions, “Freight Bill Extension” and 
“Credit for Freight Bills.” 

We understand fully the requirements as to the 48-hour time 
limit covering the payment of freight bills on delivery of freight 
at destination, all as per section 3 and as per Ex Parte No. 73 
as amended by section 405, but we would like to know where 
we could find the particular section of the act in which it is 
described fully and clearly as to the method of paying freight 
bills on outbound shipments prepaid by the shipper. 

In other words, we have read in the article pertaining to 
the subject the law as applied to the payment of freight bills 
upon delivery at destination, but we have not been able to find 
clearly in the section as to whether or not it was ever intended 
to cover *prepaid shipments as regards a time limit or if the 
carriers themselves did of their own accord establish a similar 
48-hour limit for prepaid outgoing movement. 

Answer: Under the rules promulgated by the various car- 
riers as a result of the Commission’s order in Ex Parte No. 73, 
the following provision is carried with respect to the collection 
of freight charges on prepaid shipment: 


Freight charges on a “collect”? consignment shall be collected 
before delivery of the shipment to the consignee. Freight charges 
on a “prepaid’’ consignment shall be collected before the shipment 
is forwarded. 

Provide, however, that on approval of the treasurer exception 
may be made to this rule upon request of any reliable, financially 
responsible patron, but in such cases charges shall be collected as 
promptly as possible and not later than forty-eight hours from the 
time a “collect” consignment is delivered to the consignee, or a 
‘‘prepaid’’ consignment is accepted for shipment from the consignor. 


Tariff Interpretation—Charges Applicable on Shipment Where 
Stop in Transit Privilege Is Not Provided for in Tariff 


Florida—Question: We have a current movement of oyster 
shells, carload, from points on our line to various destinations 
in Central Freight Association territory on which shippers in- 
sert in bill of lading to stop the car at some point north of the 
i River intermediate to final destination for partial unload- 
ng. 

The tariffs publishing rules and charges permitting the 
above service are issued by individual lines north of the Ohio 
River, and such tariffs are not carried in our files. We desire 
to know if this line can be held liable for any damages which 
might accrue should bill of lading be issued in which the partial 
unloading clause is inserted, if such service is not permitted or 
authorized by certain lines north of the Ohio River. The writer 
is under the impression that the Interstate Commerce Com- 
mission ruled in a case some time ago where the shippers in- 
serted in bill of lading a clause for stopping in tranist of lumber, 
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and such stopping was not authorized in tariffs, that the 
company could not be held responsible for any damages or ov 
charges that might have accrued. = 
Answer: In Apperson Bros. Automobile Co. vs. L. RB, W 
R. R. Co., 81 I. C. C. 392, the Commission held that the legal 
rate must be paid by the shipper and collected by the carrier 
i. e., the combination of rates to and from the point where ship. 
ment is stopped in transit for partial unloading, irrespecting 
of the fact that the carrier’s agent erroneously informs the 
shipper that a stopoff is permissible under the applicable tariffs, 


Rates, Minimum Weight Not in Excess of Amount Which Can 
Ordinarily Be Loaded inte Car Furnished 


New York.—Question: The minimum carload lot on oy 
product has recently been increased to 50,000 pounds. Ordinarily 
our commodity will load to this weight, but there are one or 
two exceptions. We estimate that, although the carriers su 
plied a 50-foot car, we could not, where the exception applies 
make a 50,000-pound car. F 

When the exception would apply if cars were loaded to fy 
visible capacity, would the carload minimum apply or woul 
actual weight apply? 

Answer: The Interstate Commerce Commission has, jp 
numerous cases, condemned as unreasonable a minimum weight 
that is greater than the amount of the commodity which cap 
be loaded into the car furnished, where the minimum is not 
graded according to the size of the car ordered. Dallas Cooper. 
age and Woodenware Co. vs. G. C. & S. F., 45 I. C. GC. 46g: 
Swastick Fuel Co. vs. A. T. & S. F., 49 I. C. C. 588. 

However, in Briggs and Turivas vs. Director-General, 6] 
I. C. C. 368, the Commission, on page 364, said: 


Admitting that it was impossible to load the minimum in a few 
of the cars used, it does not necessarily follow that the minimum 
was unreasonable. Montague & Co. vs. A. T. & S. F. Ry. Co, 17 
I. C. C. 72. In McLoughlin vs. T. & P. Ry. Co., 26 I. C. C. 307, we 
considered a minimum applicable regardless of the size of the car 
for a commodity which varies in density and held that the straight 
age oe | was not unreasonable. The test is: What can ordinarily 
e done? 


Liability of Carrier for Concealed Loss or Damage as to Im. 
ported Goods 


Texas.—Question: A shipment of merchandise was made 
from an eastern point on which a claim was filed for concealed 
damage. The shipment was made from a warehouse on a 
domestic bill of lading, but it developed after claim was filed 
that shipment had been packed in a foreign country, on account 
of which the carriers say that it will be necessary to reduce 
the claim fifty per cent. Claim’ was based on invoice price to 
consignee, being a convenient way of arriving at the value at 
destination. ‘ 

Will you please advise, whether or not the carriers have 
any authority to demand that the claim be reduced fifty per 
cent merely because the shipment was packed in a foreign 
country and later reshipped in the same package as a domestic 
shipment? 

Answer: Where goods delivered to a carrier for transporta- 
tion have had a prior transportation, this fact alone will not 
relieve the carrier from liability for the full amount of the 
damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of shipment via the rail carrier, have positive knowl 
edge of their condition at the time they are delivered to the 
rail carrier and can only show this by evidence as to the col 
dition of the packages, etc., and their care after having been 
delivered by the carrier which transported them to the point 
from which they are subsequently reshipped. ‘ 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as to 
that fact, and not that the goods were actually in good condi 
tion at the time they were delivered to the carrier for trans 
portation. That is, such a statement relates only to external 
conditions, and does not make out a prima facie case against 
the carrier with reference to damage: not apparent. The recital 
of good condition, or apparently good condition, does, howevel, 
make out a prima facie case against the carrier that the goods 
were in apparently good condition so far as ordinary inspection 
without opening the package would disclose, the burden of 
proof being on the carrier to show that the goods were not i 
such apparently good condition when received by it for trans 
portation. 

Shipping—Limitation of Liability 


Minnesota.—Question: Recently we suffered a loss to 4 
shipment through the sinking of a boat on the Great Lakes. 
The tariff under which this shipment moved has no provisiol 
for marine insurance. 

A claim was filed to cOver our loss and in the declination 
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RICHMOND, FREDERICKSBURG 


AND POTOMAC RAILROAD 
SAip Your freigh a . the Way You Travel 
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received by us from the boat company, they quote in support 
of same, sections 183 and 192, chapter 8, Title 46, Mason’s Uni- 
fied States Code, which apparently limits the liability of the 
owner not to exceed interest and also liability for errors of 
navigation and other dangers of the sea, and acts of God. This 
code, it would appear, has been sustained in U. S. Statutes, 4283- 
4286-R. S. U. S. 

We shall appreciate your opinion as regards the merit of 
our claim and also if you will kindly cite any decision that may 
be of benefit to us in connection with the handling of our claim. 

Answer: The law of limited liability, having been enacted 
by Congress as part of the general maritime laws of the United 
States, is coextensive in its operation with the whole territorial 
domain of that law, and extends to the ocean, the Great Lakes 
and rivers, and all public navigable waters of the United States 
connecting therewith. 

The statutes apply to a disaster happening on a river above 
tidewaters, or within the limits of a county, notwithstanding the 
liability itself arises from a state law. They do not, however, 
extend to navigable waters wholly within a single state and 
having no exterior connections, except when utilized under 
common control in connection with the railroads for interstate 
commerce. 

In the application of the limited liability statutes of Con- 
gress, the value of the owner’s interest in ship and freight is 
taken as of the termination of the voyage on which the debt or 
damage is incurred, regardless of the condition in which the 
vessel may be. In case she is sunk, or the voyage is otherwise 
broken up by causes beyond the owner’s control, the voyage is 
then terminated, and the owner’s liability is limited to the ship’s 
value just after the event. If, therefore, she is a total loss, and 
no freight has been earned, the liability ceases altogether. The 
Scotland, 105 U. S. 24. 

Reconsignment Instructions Conditioned Upon Application 
Specified Rate 


Minnesota.—Question: A car of coal was shipped from 
Roundup, Mont., on April 8, 1926, billed Gackle, N. C., routed 
Milwaukee-N. P. April 13 we phoned N. P. diversion, divert- 
ing car to Alice, N. D., providing through rate of $6.24 could 
be protected, placing both rate and routing, namely, Milwaukee- 
Mile City, Mont.-N» P. 

On account of a cheaper combination, making via _Edgeley, 
N. D., agent at billing point billed car Milwaukee-Edgeley-N. P. 

Car passed Edgeley on April 14; arrived at Gackle April 
15. After car was on hand at Gackle several days, so that de- 
murrage accrued, N. P. Railroad, without notifying us, diverted 
car to Alice, N. D., assessing combination of rates over Gackle, 
plus $6 demurrage, and $6.30 reconsigning. 

We contend that car should not have been diverted unless 
through rate could be protected. Will you kindly advise if our 
contention in this is correct, and recent ruling substantiating 
same? Railroads contend that under the ruling—Reeves vs. 
Milwaukee, 37 I. C. C. 707—they had a right to divert car, re- 
gardless of whether or not through rate could be protected. 

Answer: In Gibson Fruit Co. vs. C. & N. W. Ry. Co., 21 
I. C. C. 644, the Commission held that where the reconsignment 
order given by the complainant put the carrier upon notice that 
the complainant desired to secure the benefit of a joint. through 
rate, but specified a route over which such rate did not apply, 
it was the agent’s duty to ascertain from the shipper whether 
the shipment should be forwarded via the route named in the 
shipping instructions or via the route over which the rate 
named in the instruction was applicable, and that the carrier 
was responsible for any increase in freight charges which re- 
sulted from the failure of the agent to follow this course. 

However, in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 
132 I. C. C. 337, the Commission held that where the rate speci- 
fied in the reconsigning instructions could not be applied by 
reason of the fact that at the time the order of reconsignment 
was given the shipment could not have been forwarded over 
any route over which the specified rate would have applied, the 
acceptance of the shipment at the reconsigned destination was 
a waiver of the shipper’s right to compel the carrier to return 
the shipment to its original billed destination. 

It seems apparent that your shipment could not have been 
forwarded via the route specified in your reconsigning instruc- 
tions, for no doubt the shipment had passed the junction point 
between the Milwaukee and the Northern Pacific specified in 
your reconsigning instructions prior to the time the instruc- 
tions were given, and that, therefore, the principle of the Com- 
mission’s decision in the Chevrolet Motor Company case above 
referred to is applicable, assuming, of course, that the shipment 
could not have been forwarded via any other route that would 
afford protection of the through rate specified in- your recon- 
signing instructions. In the latter event the carrier should 
have so forwarded the shipment. 

Rates—Application of 
Georgia.—Question: Will appreciate your opinion on the 


following: 
A shipment of lumber was made from point A to point B. 
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A lower rate is published by carrier C, but the shipment 
solicited by carrier D, and the shipment forwarded vig cam 
D, resulting in an overcharge. Bi, 

Carrier D claims they have authority to protect apPlicah 
rate via carrier C, as they misinformed. the shipper as to . 
applicable rate. the 

We contend they cannot protect any rate except the 
plicable rate via carrier D. ap 

Answer: Inasmuch as freight charges were assessed 
the basis of the rate published by carrier D, there was no vi 
charge in the strict sense of that term. An overcharge resus 
only from the collection of a greater sum than the legally py, 
lished tariff rate. The only rate which carrier D can protec 
on the shipment is that published by it. It may not refund th 
difference between its rate and the rate published by carrier ¢ 
without authority from the Interstate Commerce Commission, 
However, if it sees fit to do so, it may submit an application 
to the Commission upon the Commission’s special docket for 
authority to refund the difference between the rate Published 
by it and the rate published by carrier C, upon an admission that 
its rate is unreasonable and the publication of the lower rate: or 
you may file a complaint with the Commission alleging that ‘the 
rate published by carrier D is unreasonable to the extent it exceeds 
the rate published by carrierC. The mere existence of a lower rate 
between the same points over another route and the subsequent 
reduction of a rate under attack do not furnish evidence guff. 
cient to warrant a finding of unreasonableness in the absence 
of other supporting facts. C. Reis Coal Co. vs. P. M. R. Co, 87 
I. C. C. 488. A shipper, however, is not to be denied a reason. 
able rate over a through route merely because a lower rate 
could have been secured over another route. Gosline & Co, ys. 
Director-General, 55 I. C. C. 220. Old Bend Coal Corp. vs. Dj. 
rector-General, 58 I. C. C. 42. 


Routing and Misrouting—Conflict Between Rate and Route Not 
Covered by Conference Ruling 474-C When Initial Carrier 
Not Party to Rate Shown in Bill of Lading 


Georgia.—Question: Kindly give us your opinion, or Inter. 
state Commerce Commission’s ruling, on the following: 

Shipper at Lake Wales, Fla., delivered to the S. A. L. Ry. 
bill of lading for a carload of lumber consigned Omega, Ga., 
routed S. A. L.-A. B. & C., with a rate inserted in the bill of 
lading of $48 per car of 24,000 pounds. 

The S. A. L. Ry. published no rate of $48 as shown in the 
bill of lading. But there is such rate in effect via the A. C. L. 
from Lake Wales. 

Is the S. A. L. Ry. required to protect the rate of $48 shown 
in the bill of lading, for not advising shipper that the rate did 
not apply via their line? 

Answer: In its opinion in McLean Lumber Co. vs. L. &N. 
R. R. Co., 22 I. C. C. 349, the Commission holds that where a 
shipper tenders a shipment to a carrier with a bill of lading 
showing a certain rate, which rate is not applicable via any 
route in connection with that carrier but is applicable in con- 
nection with another line as initial carrier, the line to which 
the shipment is tendered is not obligated to deliver it to a 
competing line for the purpose of giving the shipper the benefit 
of the rate shown in the bill of lading. Conference Ruling 474C 
has reference to a case where the carrier has a discretion or 
control of the matter of routing; that is, to a situation where 
it is possible for it to forward the shipment via a route over 
which the rate stated in the bill of lading is lawfully applicable 
and to which it is a party, though not applicable via the route 
indicated by the shipper. The conference ruling does not con- 
template that the initial carrier to whom the shipment has been 
delivered, shall ascertain whether a competing line can trans 
port the shipment at a lower rate, and in that event turn it 
over to such line. 

We assume that the carrier to which you delivered the 
shipment was not a party via any route to the rate shown in 
the bill of lading. 

Routing and Misrouting—Class Versus Commodity Rate 

North Carolina.—Question: We would like for you to advise 
us if we are correct in our understanding that when shipments 
are left unrouted in the bill of lading that the lowest rate should 
apply. 

The particular case we have in mind is on movements of 
watermelons from points in Florida to points in North and South 
Carolina. On this particular movement there is a commodity 
rate published from point of origin to point of destination, but 
these rates are restricted as applying only via certain routes, 
whereas the class rates that we are trying to use are not re 
stricted and will apply over routes other than those named in 
the commodity tariff. 

In your opinion, is it best for us to route these shipments 
via the route that the class rates are applicable or leave the 
routing open? 

Answer: A shipper may offer his freight without any rout 
ing instructions, in which event it is the duty of the carrier t0 
route it via the cheapest reasonable available route. In re It 
vestigation of Changes in Rates on Grain, 21 I. C. C. 28; Good 
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Williamsburg, Va., on the 
main line of the Chesa- 
peake & Ohio Railway, 
approximately midway 
between Richmond and 
Old Point, probably has 
more historical attraction 
than any other place in 
this country. The oldest 
city in the State and one 
of the oldest in the nation, 
having been founded in 
1632, through the liber- 
ality of a New York multi- 
millionaire it is now being 
restored to its pristine con- 
dition of the palmy days 
of the Colony. Approxi- 
mately $7,000,000 will 
be expended in this stu- 
pendous program of res- 
toration. In the diver- 
sity of its attractions the 
second Capital of Virginia 
excels. Bruton Parish 
Church uses its silver ser- 
vice of colonial days. 
On the college campus is a 
building designed by Sir 
Christopher Wren, archi- 
tect of St. Paul’s, London. 
The College of William 
and Mary, tounded in 1693, 
is the oldest of all similar 
institutions in America 
with the single exception 
of Harvard. On its cam- 
pus is also the residence 
of Chancellor Wythe, the 
first teacher of law in this 
country. For information 
and reservations write to 


T. H. GURNEY, Pass. Traffic Mgr. 
Richmond, Va. 


GEORGE COOMBS, 4.G. P. A. 
Cincinnati, Ohio 


J. B. EDMUNDS, General Agent 
Washington, D. C. 


F.E LANDMEIER, W. P. A. 
320 North Broadway, St. Louis 


O. N. SPAIN, G. E.-P. A. 
299 Broadway, New York 


CHESAPEAKE & - OHIO RAILWAY 


"The Road of Service” 


Capital Virginia 1698-1779 Virginia 
Gazette, first paper in colony, appeared 
1736, still published. Seven miles from 


Jamestown first English settlement in 


America. Short distance from York- 
town, closing battle of the Revolution, 
and Big Bethel, first of the Civil War. 
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kind Brothers vs. C. I. & L. Ry. Co., 21 I. C. C. 17; Willman & 
Co. vs. St. L. I. M. & S. Ry., 22 I. C. C. 405; Lord & Bushnell 
Co. vs. M. C. R. Co., 22 I. C C. 468. 

In Cressey and Co. vs. C. M. & St. P. Ry. Co., 18 I. C. C. 
132, cited in Whaley-Warren Lumber Co. vs. C. C. & 0. Ry., 
21 I. C. G 530, the Commission describes as misrouting a move- 
ment which fails to take a route over which the shipment prop- 
erly should have moved, as well as one which was in violation 
of specific instructions by the shipper. 

In Spreckles Bros. Commercial Co. vs. Mononaghela R. R. 
Co., 18 I. C. C. 190, the Commission stated that if the shipper 
is in doubt about the rate he can tender the traffic to the carrier 
without routing instructions and thus be entitled to the lowest 
rate. 

While it is true that the establishment of a commodity rate 
removes the application of a class rate between the same points, 
this rule is subject to the qualification that the commodity rate 
must apply via the same routes over which the class rate ap- 
plies. If the class rate applies via one or more routes over 
which the commodity rate is not applicable, the class rate must 
be applied via such routes, and, in our opinion, it is the duty of 
the carrier to forward the shipment via a route over which the 
lower class rate applies. 

If you are certain as to the routes via which class rates 
lower than the commodity rates apply, by reason of the non- 
application of the commodity rates via such routes, you may 
tariff. 

Tariff Interpretation—Application of Combination Rule 
but, if not, it would be well to omit routing instructions, thereby 
placing upon the carrier the burden of forwarding the shipment 
insert routing instructions via such routes in the bill of ladirg, 
via the chapest available route. 


Texas.—Question: The Commission has ruled and repeat- 
edly affirmed the decision set forth in the Sligo Iron Store case, 
62 I. C. C. 643, and 73 I. C. C. 551, that where one of the tariffs 
used in making combination rates on through shipments was 
subject to a “combination rule” and the tariffs containing the 
other factor or factors did not publish or refer to such rule 
there was a holding out of a rate so constructed Which the 
carriers should protect. 

The proposition which we have in mind is where the tariff 
containing one of the factors publishes such rule, but in a note 
to the rule states that it will not apply unless the tariff or tariffs 
containing other factors publish or refer to such rule. 

The only decision which we can locate on the legality of 
such note is Federal Clay Products vs. A. C. L., 123 I. C. C. 557, 
but we do not think that this case was exactly parallel. 

Will you please advise your views as to the legality of this 
note? 

Answer: In our opinion, if the note to which you refer 
is in one of the tariffs naming a factor of the combination rate 
and none of the tariffs naming other factors of the combination 
refer to the combination rule, the note is effective in its purpose 
to make applicable to a shipment the sum of the factors with- 
out deduction of the amount stated in the combination rule 

If, however, one or more of the tariffs containing factors 
of the combination rate refers to the combination rule the note 
is ineffective, as there is a holding out of the basis of rates 
accorded under the combination rule by the tariff which refers 
to the combination rule tariff. 

See I. and S. Docket 2197, Combination Rule on Live Stock, 
93 I. C. C. 458. By the schedules under suspension the respond- 
ents in this proceeding proposed to restrict the application of 
the combination rule by including the following provision in 
their tariffs naming rates on live stock from Mississippi River 
crossings, Chicago, Ill., and other gateways, applicable on such 
traffic moving from the western to the eastern territory: 


This rule will only apply in connection with through rates where 
all the issues publishing factors using in arriving at through rate 
from original point of shipment to ultimate destination, carry ref- 
erence to agent B. T. Jones’ Combination Tariff No. 228, I. C. C. No. 
} s. a I. C. C. No. 656, and authorize an affirmative application 

ereof. 


In this case the Commission said: 


On.a large volume of traffic the effect of the proposed restriction 
would be not merely to relieve respondents of the assumption of 
deductions from western lines’ separately established rates, but also 
of deductions from their own, since the combination rule would no 
longer have any application to combination rates, in instances where 
any one or more of the carriers in the through route did not also 
make appropriate reference to the rule. It is obvious that the result 
in such instances would be an application of increased charges, the 
burden of justifying which rests upon respondents. It also appears 
that from some points originating like traffic the tariffs of western 
carriers still refer to the combination rule, and an inadmissible 
result of the restrictive provision would be to make the rates to be 
applied by the respondent eastern lines depend upon the separate 
tariffs of the western lines. This would not accord with the require- 
ments of section 6 of the act. 


Freight Charges—Liability of Consignor 


Michigan.—Question: In your questions and answers col- 
umn of your January 19 issue of The Traffic World, the first ques- 
tion concerning liability of consignee for freight when shipper 
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has gone into bankruptcy—we have a case similar to thig wh 
we allowed exactly enough freight to pay freight on aq car ne 
drafted for the balance of the invoice. Consignee paig 
and the railroad made an error in collecting freight. They did 
not collect within $40 of the proper amount. About a year later 
the railroad discovered their error and went to the Consignes 
for the balance of the freight and found him in bankruptey 
This railroad then comes to us to pay the balance. We claim, 
inasmuch as we allowed the consignee the proper amount ty 
pay the freight in full, that the railroad made the error, that 
it is not up to us to pay this freight, as we have already Daid 
it literally. 

Would appreciate any rule or any information yoy can 
give us on this question. 

Answer: While the receipt of goods under a Dill of lading 
imposing the payment of freight charges on the consignee is 
evidence of a contract by the person so receiving them to pg 
the freight, the liability of the consignee does not depend, jp 
such a case, on the assumption that the original shipper would 
not be liable, but on a new contract to pay the freight evidences 
in ordinary cases by the bill of lading and the receipt of goog 
under it. There is no shifting of liability. The contract ¢ 
the consignor and that of the consignee are not considered ty 
be inconsistent with each other; each is an original contrac 
based on a sufficient consideration. 

The carrier has the right to look for his compensation ty 
the person who required him to perform the setvice by causing 
the goods to be delivered to him for transportation, and tha 
person is, generally, of course, the shipper named in the bill of 
lading, or the consignor. ; 

Unless the consignor has executed the stipulation referre; 
to in section 7 of the bill of lading or paragraph 3 of the live 
stock contract, the so-called no recourse provision, he is liable 
for the full amount of the freight charges or any part thereof, in 
the event that collection is not made from the consignee, 

This is true, except where the shipment is made under 
conditions covered by the decision of the Supreme Court in 
Louisville & Nashville Ry. Co. vs. Central Iron & Coal Co, 
265 U. S. 59. 

Where, however, the consignor has executed the provisions 
of either paragraph 3 of the live stock contract or section 7 
of the bill of lading, he is not liable for the freight charges or 
any part thereof, in the event that collection of the full amount 
of the freight charges is not made from the consignee. 

The fact that you made an allowance in your invoice to the 
consignee of the amount of freight charges paid by the con 
signee does not exempt you from liability for an undercharge 
found by the carrier to be due within the statutory period within 
which the carrier may bring an action for recovery of an under. 
charge, namely, three years, as provided for in paragraph 3, of 
section 16, of the act. 


Demurrage—Assignment of Carrier’s ‘Tracks for Consignee’s 
Private Use 


Will you kindly give us your opinion of 





Texas.—Question: 
the following question: 

In a period of about three months, the XYZ R. R. Co. de 
livered some 500 cars of sand, gravel, cement and steel to us 
at a point on their line in Texas. There is only one track at 
this station, which has the capacity of about 20 cars. There 
are no industries served by this track, although there are two 
small privately owned warehouses, one at each end and adjacent 
to the track. Our cement was stored in one of these ware 
houses. However, we accepted deliveries of the cement at any 
point on the track and hauled it to the warehouse by truck. A 
few of the cars of cement were spotted so that we could unload 
from the car into the warehouse. 

Some of the shipments were constructively placed at inter 
mediate points and the carrier is now attempting to collect some 
$1,500 demurrage, contending that a portion of this track was 
assigned for our exclusive use, thereby making that portion 
of the track other-than-public-delivery or industry track under 
note 2, section D, rule 3, item 5, B. T. Jones’ Tariff 4-H, I. C. ¢. 
2003. We were operating under an average agreement. 

The question involved here is: Can the carrier, under these 
conditions, assign to us for our exclusive use a portion of this 
track without advising us of such assignment at the time euch 
action is taken. Apparently, at the time of movement they 
have overlooked the fact that cars for team track delivery # 
a point which has only one of such tracks, cannot be construt 
tively placed at an intermediate point. After making this dis 
covery they are seeking protection under note referred to above. 

Answer: With respect to this question, see our answer 1 
“Texas,” under the caption, “Demurrage on Cars Placed on Cat 
rier’s Tracks Claimed to Have Been Assigned for Consignets 
Private Use.” 

See also,, the Commission’s opinion in Union Gas and Elec 
tric Co. vs. C. & O. Ry. Co., 126 I. C. C. 566, on page 568 of 
which the Commission said: 


As previously stated, however, the tracks in the yard were used 
by defendant for public delivery and for various other carrier pu 
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‘Ie PALMER HOUSE has every facility 
for conserving your time and adding 
to the comfort of your visit. 


It is so centrally located that you 
may walk to any place downtown. All 
forms of transportation to all outlying 
points go past the door. 


From the standpoint of service, too, 
this hotel is equipped to eliminate de- 
lays. A clerk's office on every floor, 
instead of a central business office, at- 
tends your requirements and transforms 
your floor into a small, efficient, exclu- 
sive hotel. Room service via the Servi- 
dor furthers prompt- 
mess and eliminates 


ne 
Ati 





GAIN TIME AND COMFORT IN CHICAGO 
~at this centrally located, dowtown hotel 


personal contact with attendants. 

A reception room on every floor 
serves as a meeting place for callers and 
dislodges the old, time-wasting method 
of secking out or paging visitors in the 
public rooms. 

Five restaurants, comfortably cooled 
in warm weather, assure prompt ser- 
vice at any time of the day. 

Quiet, commodious rooms—for one, ° 
$4. to $10.; for two—$7. to $12. Suites 
{one to five rooms} per room, $9 to 
$11—with reductions for monthly or 
seasonal occupancy. 

Wa rer L. Grecorr 
hemage 


Broadcasting from Station WJJD 


Two OrcHestTras » Two Lisrarties « HosprTart ¢ CHILDREN’S PLAYGROUND 
| 






























































290 





poses. There is no evidence of any lease or written agreement desig- 
nating one or more of the tracks for the separate or joint use of 
complainant or any other shipper or receiver of freight, and the mere 
fact that it was a mutually satisfactory practice for defendant to 
place the cars, and for complainant to accept delivery, in the yard 
did not change the status of the tracks therein. Complainant’s. po- 
sition in the instant case was similar to that of a team-track re- 
ceiver, except that it did not take delivery from the side of the 
tracks, although such delivery might have been taken from some 
= the tracks, but’ it entered upon the tracks themselves and removed 
the cars. 


Unless the carrier can prove he made an agreement amount- 
ing to an assignment of the track in question to your use, it 
may not, in our opinion, assess demurrage charges based upon 
the constructive placement of cars for delivery upon this track. 
Furthermore, even though there was an assignment of the track 
to your use, a condition precedent to the collection of demur- 
rage charges on cars constructively placed would be the signing 
or giving of constructive placement notices, in compliance with 
the provisions of the National Car Demurrage Rules. See 
Woodcock Co. vs. A. C. L. R. R. Co., 186 I. C. C. 418. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address in Bill of Lading 


Minnesota.—Question: I notice page 186 of the issue of 
January 19 deals with “liability of carrier where conflict exists 
betweenemarks on packages and statements on bills of lading.” 

I am wondering if you have not overlooked the provisions 
of rule 6, section 2 (C), as appearing on page 6 of Consolidated 
Freight Classification No. 5 

You will understand I am not writing you in a critical frame 
of mind, but because I have so frequently heard this question 
discussed and without reference being made to this classification 
rule, which is of comparatively recent origin. 

Answer: Whether the effect of the provision of the classi- 
fication, which you quote, is to place liability on the carrier, in 
the event that the carrier’s agent either fails to compare the 
marks on the package with the shipping order or bill of lading 
or fails to detect a difference between the two and then call 
the discrepancy to the attention of the shipper, is not, in our 
opinion, a certainty. While the provision directs the agent of 
the carrier to make this comparison, there is no direct state- 
ment of liability on the part of the carrier for its agent’s failure 
to make or mistake in making the comparison, and this liability, 
if it exists; must, therefore, be inferred. 

It seems to us that there is more than a probability that 
it would be held that the provision of the classification in ques- 
tion merely indicates a willingness on the part of the carrier 
to assist the shipper in the event of the shipper’s mistake in 
directing the transportation of his shipment, but does not im- 
pose a penalty on the carrier or rather absolve the shipper from 
liability for his mistake, in the event the carrier’s agent fails 
to call his attention to a discrepancy betweén the marks on a 
package and the address in the bill of lading therefor. 

It is significant that, at the time the Commission made 
the ruling in Conference Ruling No. 433, the three classifications 
then in effect, namely, Official Classification No. 39, Southern 
Classification No. 39 and Western Classification No. 51, con- 
tained provisions similar to or identical with the present pro- 
vision. 

Routing and Misrouting—Loss of Transit Privilege—Liability of 
Carrier 


We will appreciate it very much if you 
conference 


Indiana.—Question: 
will cite us a Supreme Court decision or I. C. C. 
ruling to fit the following case: 

A car of shelled corn was shipped to us from Council Bluffs, 
Ia., at Mt. Vernon, Ind., via the M. P.-Sou.-C. & E. I.; via which 
route a rate of 14% cents per cwt. is applicable from E. St. 
Louis, Ill. There is no transit in effect via this route. 

Upon examination of the original bill of lading we find 
neither rate nor route. Had the carriers routed this car via 
L. & N. R. R. from E. St. Louis, a 7-cent rate would have been 
assessed and we could have applied the tonnage to eastern 
cities, which would have entitled us to a refund of 14% cents 
per cwt., less transit charge of one-half cent per cwt., under 
L. & N. Transit Circular No. 12-D, I. C. C. No. A-15911. 

We are aware of the fact that I. C. C. Conference Ruling 
214 (c) allows the carrier at fault to protect the 7-cent rate, 
but we are at a loss to know by what legal means the carriers 
can protect us on the transit refund. 

Answer: A carrier may be held liable for rate damages 
resulting from the loss of a transit privilege where no routing 
was specified and the carrier fails to forward the shipment via 
the cheapest reasonable available route. See Whaley-Warren 
Lumber Co. vs. C. C. & O. Ry., 21 I. C. C. 530, in which case 
reparation was awarded by reason of the failure of the carrier 
to forward an unrouted shipment to the original destination 
via the cheapest available route where, if it had done so, the 
shipper would have been entitled to reconsign the car to its 
final destination at a lower rate than was applicable via the 
route of movement. In Cressey & Co. vs. C. M. & St. P. Ry. 


6o., 18 I. C. C. 132, the Commission holds that there is mis- 
routing*where a carrier fails to forward a shipment over a route 
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over wh:ch the shipment properly should have moved, ag Well 
as one which was in violation of the specific instructions of 
the shipper. In Kile & Morgan Co. vs. Deepwater Ry. Co 
15 I. C. C. 235, the Commission held that carriers at fauit i, 
misrouting are liable for damages represented by higher charge. 
than would have been lawfully assessable had the misroutip 
not occurred, and that it could not adopt the defendant's gp. 
tention that liability attaches for such damages only as can py 
reasonably seen or anticipated; that a shipper cannot he ge 
prived through a carrier’s negligence of any lawful Privilege 
offered by another carrier, especially after due diligence on hig 
part to secure such advantage. 

Liability of Carrier for Injury to Goods Due to Breaking of 

Carrier’s Crane Used in Receipt of Goods at Station 


Minnesota.—Question: We delivered a shipment weig 
10,000 pounds, on skids, to the unloading platform of the XYZ 
Railroad. This shipment was hoisted from the truck to the 
carrier’s platform by an old-fashioned hand power crane, When 
the article was about two feet above the loading platform, the 
carrier’s hoisting chain broke and the shipment crashed to the 
platform and was damaged. We repaired the shipment ang 
had it sent to its destination and then the railroad receipteg 
for it. 

The carrier claims the skids should have been made oy 
of maple lumber, instead of pine, as originally used, and thys 
the maple skids would have been able to withstand the impagt. 

But, it seems to me, that the carrier was negligent, becauge 
the chain on the crane broke in two pieces. Can you cite any 
cases similar to this instance? 

Answer: The crane being, as we understand, a facility of 
the carrier furnished for the use of shippers in the delivery of 
shipments to the carrier at its station platform, we do not 
believe there can be any doubt about the carrier’s liability for 
injury to a shipment resulting from negligence in the operation 
and maintenance of this facility, even though, until shipping 
instructions have been given the carrier, its liability as a com. 
mon carrier of the goods does not attach. 

We can locate no case in which such a question has been 
at issue, but are of the opinion that the general principles 
governing liability for negligence would apply, even though the 
carrier had not assumed its common-carrier status of an insurer 
of the safety of the goods, subject to the recognized exceptions, 
at the time. See our answer to “Iowa,” on page 1244 of the 
November 21, 1925, Traffic World, under the caption “Liability 
of Carrier for Breakage Occurring While Employes Thereof Are 
Assisting in Unloading of Freight from Shipper’s Truck.” 


Demurrage—Average Agreement 


Minnesota.—Question: My firm is incorporated as one 
concern. Originally we were two concerns housed in one build 
ing, aS we are today. We still use the original firm’s advertis- 
ing. We also were operating under two average agreements. 
So long as both firms have combined in capital and are housed 
under one roof, with only one track, do you not think we should 
have one average agreement? Can you name any citations un- 
der average agreement to cover this situation? 

Answer: We can locate no reported decision of the Com- 
mission covering the question. However, in its conference rul 
ing dated October 31, 1918, the Commission said: ~‘‘No average 
agreement made under the uniform demurrage rules may prop 
erly combine in one account the cars of more than one Con 
signee; each average agreement must cover the business of 
one consignee only.” 

Furthermore, the context of rule 9 of the Uniform Demur- 
rage Rules seems to preclude more than one agreement for any 
consignee for either cars held for loading or unloading, except 
as provided in section G thereof. This section of rule 4, it 
should be observed, uses the article “an” in the phrase reading 
“an average agreement must include all cars loaded or unloaded 
within the jurisdiction of the same station.” 

Conference Rulings of Interstate Commerce Commission 


Pennsylvania.—Question: Referring to The Traffic World 
No. 26, December 29, 1928, page 1484, relative to the Commis 
sion’s order to rescind the conference rulings in their entirety. 

I would like to have your opinion as to what should be used 
as authority now, that the above rulings are rescinded, as they 
were generally referred to as a guide, by a large number. 

Answer: The Commission having rescinded its Conference 
Rulings, its published reports are the only available source from 
which the views of the Commission upon a given subject may 
be had, aside from its rulings in informal cases, and its ad- 
ministrative rulings, as published in Tariff Circular No. 20. 
Tariff Interpretation—Carload vs. Less-than-Carload Shipment 

Ohio.—Question: We furnish shipping instructions to 4 
contractor who wished to return a machine leased from us, 4 
follows: Machinery, N. O. I. B. N., 6,000 pounds. The col 
tractor delivered the machine to the railroad. The machine 
was allowed to remain at the freight house from April 5, 1928, 
to July 2, 1928, storage to the amount of $119.63 accruing. The 
machine was then loaded into a car, pieces not tagged, and 
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= GATES-DAY AIRCRAFT CORPORATION 


Pioneer Builders of Aircraft 


Loading an Airplane in One of Erie New All Steel End Door Cars 
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+ Paterson, N. J., Nov. 24, 1928 
surer Je T. McEntee, D.F.A., 

a Erie Railroad, 

bility Paterson, N. J. 

Are Dear Sirs 


It is our pleasure to tell you that we never have 
been accorded such efficient, courteous and thorough service 


allt as was rendered to us during the past week. 

sete The problem of sending airplanes by freight was a 

ents, new one to our company and we really needed the advice and 

used assistance given to use If our exhibit at the International . 
o Aeronautical Exposition at Chicago is a success, a good 

a share of the credit will be due you, your assistants and 

Com- the Erie Railroad Company. 

rul- We have found that the commonly used phrase “help 

rage aviation" is more than just a catch phrase with the Erie 

pn Railroad. 


con- 


5 of Yours very truly 


GATES-DAY AIRCRAFT CORP. 


pow! George H. Dawes, Secretary 
any 
cept 
, it 
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billed by the local agent as: One K. D. joint machine, 24,000 
pounds, freight charges $379.20. The agent at point of origin 
refuses to correct the bill of lading and the delivering road 
refuses our claim for $212.83, the difference between the car- 
load and less-than-carload charges. Furthermore, we were not 
notified that the machine was on hand at point of origin, but 
we were compelled to pay both storage and freight charges. 
What would you advise? 

Answer: The Interstate Commerce Commission has, in 
several cases, held that where shipment is tendered to a carrier 
as a carload shipment, the carload rate at minimum weight 
must be assessed, even though the less-than-carload rate at 
actual weight makes a lower charge. See Passow and Sons vs. 
Cc. M: & St. P; Ry., 37 I..C. C. 711; Sam Kyle vs. M. K. & T. 
Ry., 42 I. C. C. 335; Columbian Iron Works vs. So. Ry. Co., 45 
I. C. C. 173; Walker Zelnicker Supply Co. vs. T. & O. C. Ry., 
511. C. C. 183; and Nevada Department of Highways vs. B. & O. 
Ry. Co., 162 ‘1. C. C. 727. 

In these cases the Commission has distinguished a carload 
shipment from a less-than-carload shipment by the manner in 
which the shipment is tendered to the carrier. 

However, in Alexander Smith and Sons Carpet Co. vs. Direc- 
tor-General, 132 I. C. C. 593, the Commission said: 


Complainant was justified in placing dependence upon the pro- 
visions of the governing tariff. The fact, if it be a fact, that the 
shipment moved from origin to destination as a carload is not justifica- 
tion for penalizing complainant. In the absence of specific instruc- 
tions from the shipper to treat the shipment as a carload, defendant 
was obliged to charge the less-than-carload basis. 


In Klein-Simpson-Frank Co. vs. Director-General, 98 I. C. C. 
547, and Rockwood Sprinkler Co. vs. Director-General, 73 I. C, C. 
277, the Commission found that the shipments covered thereby 
were entitled to the less-than-carload rate under the provisions 
of that portion of section 10, rule 15, of Consolidated Classifi- 
cation, which states that the charge for a car fully loaded must 
not exceed the charge for the same lot of freight if taken as a 
less-than-carload shipment. In Miller Rose Co. vs. C. & N. W. 
Ry. Co., 136 I. C. C. 593, the Commission held that this provi- 
sion of the classification was applicable in the absence of evi- 
dence on the part of the carrier that the car was not loaded to 
its full capacity. 

As to storage charges, your letter does not outline the cir- 
cumstances under which they accrued. If complete shipping 
instructions were furnished the carrier at the time the machine 
was delivered to the carrier for transportation or at some time 
prior to the date the shipment was forwarded by the carrier, 
all or a part of these charges should be refunded by the carvier. 
Until, however, shipping instructions were given the carrier, the 
carrier may lawfully assess storage charges. 


Delay—Effect of Notice to Shipper of Probable Delay to | 
Shipment 


° Iinois—Question: Will you kindly advise, if you can cite 
an Interstate Commerce Commission ruling, where a claim has 
been entered against a railroad carrier relative to shrinkage of 
feeder cattle wherein the shrinkage involved is more than the 
500 pounds per car, which is customary, as we understand it, of 
being allowed? 

In the particular instance to which we refer, the consignor 
shipped three cars of cattle on a so-called, “offshipping” date, 
receiving no instructions from the agent at point of origin that 
the time would be longer on these shipments than by shipping 
on a so-termed “shipping” day. 

In making shipment in this manner, it is natural to assume 
that a large shrinkage would occur. The railroad involved in 
the claim admit that the actual billing weight was the same 
as we claim, and the same is true of the weights at destination, 
but do not want to stand for and pay the claim for the actual 
amount of shrinkage. 

It is customary, we believe, to allow for a 500-pound-per-car 
shrinkage, and in this case it greatly exceeded this amount, and 
we contend the carriers are liable for the shrinkage on the 
basis of the selling price. 

Another factor, that enters into this same transaction, is 
that immediately upon arrival of these cattle at destination 
they were well rested, then fed and watered and then weighed, 
and still the weight was not anywhere near the weight at the 
point of origin, taking into account the 500 pounds per car 
shrinkage that is naturally allowed. 

Answer: Where goods are tendered to a carrier for trans- 
portation, it is bound to advise the shipper as to any cause 
likely to delay transportation, which cause is within its knowl- 
edge, or within its fair and reasonable means of knowledge, 
and not within the knowledge of the shipper; and, if it 
fails in its duty in this respect, a delay in the transportation 
of the goods will not be excused, and that, too, irrespective of 
the nature of the cause. The acceptance of goods for shipment 
without notifying the shipper of the fact that they cannot be 
promptly delivered is tantamount to an assurance that they will 
be delivered within a reasonable time, except for the inter- 
vening of causes of subsequent occurrence. 

When, however, the carrier has complied with its duty in 
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respect of giving notice, it should not be held responsibje 
a delay which it cannot prevent if the shipper still insists on 
delivering his propérty for shipment; and an express agreement 
between the carrier and the shipper is not necessary to exemy 
the carrier from liability for delay in delivery due to oak 
conditions. See R. Co. vs. Haase, 226 S. W. 448; Ott vs. R. Qo 
169 Pac. 957; Boyd vs. Kind, 167 N. W. 901; Grain Co. yg, Ry. 
Co., 112 N. ¥..S..7%. , 

We can locate no case in which the question of whether it 
is the duty of a carrier to advise a shipper that live stock 
tendered to it for shipment on a “non-shipping day” wil] not 
receive the expedited service which is accorded shipments 
livered to it on a so-called “shipping day.” It may well be 
however, that a carrier is chargeable with this duty and liabi 
for injury resulting from its failure to advise a shipper of ge) 
arrangements, to the same extent as would be the case of othe 
conditions which would result in delay to a shipment, such ag 
storms, an embargo, etc. 


PAN AMERICAN HIGHWAY 


Representative Cole, of Iowa, on behalf of the House com. 
mittee on foreign affairs, has favorably reported H. J. Res. 355 
authorizing the appropriation of $50,000 to enable the Secretary 
of State to cooperate with the several governments, members 
of the Pan American Union, in the undertaking of financing ang 
building an inter-American highway or highways. A report on 
the surveys is to be made to Congress. Representatives of 
the State Department, Bureau of Public Roads, the Pan American 
Union, and the National Automobile Chamber of Commerce 
appeared before the committee in support of the resolution. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of January 1, was 73, according to the semi-monthly bulletin 
of the car service division of the American Railway Association, 
By classes of equipment the percentages were as follows: Box, 
66.6; refrigerator, 75; coal and coke, 76.8; stock, 87.2; flat, 814; 
tanks and others, 95. By districts the percentages for all 
classes of equipment were as follows: Eastern, 66.6; Allegheny, 
78.8; Pocahontas, 70; Southern, 75.2; Western, 73.6. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of January 1, snowed 
the following: Eastern district, 99.2 as against 99.4 a year ago; 
Allegheny district, 101 as against 100.8 a year ago; Pocahontas 
district, 81.8 as against 81.9 a year ago; Southern district, 94.7 
as against 95.3 a year ago; Western district, 97.7 as against 
97.6 a year ago; all. districts, 97,6 as against same a year ago; 
Canadian roads, 102.5 as against 99.6 a year ago. 


AIRPORT REGULATIONS 


The aeronautics branch of the Department of Commerce 
has issued its amended airport rating regulations that became 
effective January 1, in Aeronautics Bulletin No. 16. Under the 
air commerce act of 1926 the Secretary of Commerce has the 
duty of examining and rating air navigation facilities available 
for the use of aircraft of the United States as to their suitability 
for such use. 


—— 


ANOTHER RAIL-AIR ROUTE 

In recognition of the increasing demand for unified rail- 
air passenger transportation as a time saving factor in trans 
continental travel, the Texas & Pacific Railway has entered 
into an arrangement with the Standard Air Lines, Incorporated, 
which will enable passengers using its trains to or from Hl 
Paso to fly between that point and Los Angeles, Phoenix, 
Tucson and Douglas. The first westbound plane will start from 
El Paso February 4, and the first eastbound plane from Los 
Angeles February 4. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period 
January 8-14, inclusive, was 375,980, as compared with 411,320 
cars in the preceding period, while no daily shortage was Ie 
ported, according to the car service division of the Americal 
Railway Association. The surplus was made up as follows: 


Box, 160,149; ventilated box, 395; auto and furniture, 26,261; total 
box, 186,805; flat, 10,775; gondola, 71,687; hopper, 68,399; total coal, 
140,086; coke, 987; S. D. stock, 21,424; D. D. stock, 2,752; refrigerator, 
11,739; tank, 236; miscellaneous, 1,176. 


Canadian roads reported a surplus of 23,754 cars, made UD 
of 21,500 box, 100 auto and furniture, 750 flat, 900 S. D. stock, 
500 refrigerator and 4 miscellaneous cars. 


‘ STEEL CAR BILL 
Senator Sheppard, of Texas, has introduced S. 5582, 4 bill 
to promote the safety of travelers and employes upon railroads 
by compelling common carriers engaged in interstate commerce 
to use in passenger-train service cars of steel or steel under- 
frame construction, and prohibiting use of wooden cars exceP 
as to defined operations on short line railroads, 
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DOINGS OF THE TRAFFIC CLUBS 


At the tenth annual meeting of the Worcester Traffic Asso- 
ciation at the Bacroft Hotel January 28, business and industrial 
leaders of Worcester paid tribute to Charles Firth, general 
freight agent, Boston & Albany, newly elected president of the 
association. John E. Bradley, president, Osgood-Bradley Car 
Company, spoke of him as “the friend of every railroad man,” 
and Postmaster James F. Healy, toastmaster, concurred. Others 
who spoke in commendation of Mr. Firth and congratulated 
the organization on its choice of president were J. Lester Perry, 
district manager, American Steel and Wire Company, and 
George T. Richardson, editor, Worcester Post. A short talk 
was made by Benjamin F. Curtis, traffic manager, Norton Com- 
pany, a former president of the association, who traced the 
history of the organization: since its inception. T. Raymond 
Higgins, traffic manager, Baldwin Chain Company, was elected 
vice-president; John R. Powers, division freight agent, Boston & 
Maine, was elected second vice-president, and Ernest E. Optiz, 
traffic department, Norton Company, was elected secretary and 
treasurer. 





Herbert L. Browne, the newly elected president of the 
Houston Traffic Club, began his railroad career as clerk in the 
local freight office of the New York Central at Utica, N. Y., 
under Frederick E. 
Williamson, who is 
now president and 
chairman of the ex- 
ecutive committee of 
the Chicago, Burling- 
ton and Quincy. Mr. 
Browne was later 
employed in the lo- 
cal freight office of 
the Big Four at East 
St. Louis and sev- 
ered his connection 
with that line when 
he was’ appointed 
agent of the World’s 
Fair Terminal Rail- 
road during the St. 
Louis World’s Fair, 
having complete su- 
pervision of the han- 
dling of exhibits to 
and from the fair 
grounds. After this 
work ended he 
served as assistant 
local freight agent 
of the Cotton Belt 
at East St. Louis for 
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a position at Galveston with the joint office of the Galveston, 
Houston and Henderson Railroad, the Missouri-Kansas-Texas 
Lines, and the International Great Northern. He was appointed 
agent of those lines in 1910, reporting to the late J. H. Hill. He 
held this position until the outbreak of the World War, when 
he was made agent of all lines operating into Houston under 
the plan of consolidated terminals. Soon after the armistice he 
was transferred to the traffic department of the Missouri-Kan- 
sas-Texas Lines and stationed at Burkburnett at the time the 
oil fields caused heavy congestion of traffic on the Wichita Falls 
branch of that line. After two years he was transferred to 
Cincinnati and represented that line in Cincinnati for six years, 
when he was again transferred to Houston as assistant general 
freight and passenger agent, in which capacity he has since 
served. About a year ago the Missouri-Kansas-Texas Lines 
opened a new million dollar freight terminal at Houston. The 
opening of these facilities was made a gala occasion, at which 
men prominent in traffic affairs and public officials, both of 
the state and city, were guests of the Katy at dinner. The 
success of this affair was due chiefly to the efforts of Mr. 
Browne. Election of Mr. Browne as president of the Houston 
Traffic Club is a natural result of his activities in the traffic 
and civic affairs in recent years. He stands for the conduct of 
the club along constructive lines. 





The Traffic Club of St. Louis will hold its seventh annual 
“Lincoln Birthday” dinner dance at the Hotel Jefferson Feb- 
ruary 12. 





The Birmingham Traffic and Transportation Club will hold 
a luncheon at the Business and Professional Women’s Club 
February 5. The sixth annual banquet will be held at the 
Tutwiler Hotel February 14. 





The San Antonio Traffic Club held a “Katy Day” at the 
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Y. M. C. A. January 28. Z. G. Hopkins, assistant to the Dres. 
dent, M. K. & T., was the principal speaker. Bryan Erwin 
in charge. There was a program of entertainment. bi 





At the last meeting of the Cooperative Traffic Associatig 
of New York, January 24, A. C. Welsh, traffic manager, Beas 
lyn Chamber of Commerce, gave a talk on cases before the Con. 
mission affecting the Port of New York. John J. Stack, trag, 
manager, Remington Arms Company, who is chairman of th 
dinner-dance committee, reported that everything was in regg 
ness for a banner dinner-dance and cabaret to be held Feb. 
ruary 16, at which he expects an attendance of 500. The ney 
meeting will be held February 14. 





Sherwood Bennett, of the Capitol Casting Company, jy, 
been elected president of the Lansing Traffic Club. Melroy 
Lewis, Pere Marquette, has been elected secretary-treagure 





The Richmond Traffic Club has elected the following off. 
cers: President, O. J. McSwain, traffic manager, Albemarle 
Paper Manufacturing Company; first vice-president, J. w. 
freight claim agent, C. & O.; second vice-president, J. R. Kuhn, 
Prudential Tobacco Company; secretary-treasurer, W. B. Le 
American Railway Express Company. O. S. Lewis, freight traf. 
fic manager, B. & O., was the principal speaker at the anny! 
dinner January 14. He spoke on the benefits derived fron 
traffic clubs and on “The Fair of the Iron Horse,” the latte 
being illustrated by moving pictures. H. R. Vandenbergh, the 
retiring president, reviewed the educational activities of the 
club in the year just closed. 





The Traffic Club of the Rochester Chamber of Commerce 
will hold its fifth annual dinner at the Chamber of Commer 
February 7. Ed. R. Kelsey, of Toledo, O., nationally know 
Rotarian and humorist, will be the principal speaker. Enter. 
tainment will be furnished by the D. & H. Quartette. An attend. 
ance of about five hundred is expected. 





The Junior Traffic Club of St. Louis elected the following 
officers January 22: President, Clarence M. Morgan; first vice. 
president, George Florida; second vice-president, E. A. Nash; 
treasurer, C. O. Barden; directors, Bob Herries, Leonard Snov, 
Jim Frick and Gilbert Withoff. On February 18 there will be 
a tour of KMOX broadcasting studios. On February 19 a trafic 
conference will be held at the Warwick Hotel. Docket 134% 
will be the subject. ‘Pete’ Hanson, of the Southern Railway, 
will outline the case and discuss the rate structure involved. 





The Traffic Club of Baltimore will hold a meeting at the 
Lord Baltimore Hotel February 5. Business will include the 
report of the nominating committee. The sixteenth annual 
dinner will be held at the Lord Baltimore Hotel February 12. 
Dr. John L. Davis, of New York, philosopher and humorist, wil 
be the speaker. . 





The Traffic Club of New Orleans held a “Shipping Board 
Day” January 21. W. W. Griffen, of the board, was the prit- 
cipal speaker, in place of General A. C. Dalton, president of the 
Merchant Fleet Corporation, who was detained in Washington. 
Guests included officials of the Shipping Board and numerous 
out-of-town guests, among whom was W. C. Fitch, of San Frat 
cisco, president of the Associated Traffic Clubs of America. 
Newer and more modern types of cargo carriers, provided with 
sufficient speed and equipment to meet efficiently the compe 
tition of modern freight carriers that have been built by other 
nations since the World War, was declared by Mr. Griffen to 
be the outstanding need of the lines and services now being 
operated by the Merchant Fleet Corporation. 





The Transportation Club of St. Paul did not hold its usual 
luncheon January 29, because of the meeting of the Northwest 
Shippers’ Advisory Board at Minneapolis that day. 





The public affairs committee of the Traffic Club of New 
York has outlined a program of educational activities for the 
year, in response to the direction of the board of governors 
to canvass the situation to see what could be done toward 
developing a program in harmony with the educational activi- 
ties of the Associated Traffic Clubs of America. The report 
lists a series of subjects to be presented by various speakers 
in the course of the year, and recommends to make a Pé& 
manent record of the addresses, that they may be published 
in pamphlet form for distribution at the end of the seas0l. 
The subjects are as follows: Consolidation of railroads, trends 
in rate making, procedure before the classification committees, 
extension of railroad service by use of trucks, ocean rates, 
relationship between industrial traffic department and rajlroa¢ 
operating departments, express rates and service, scope of work 
of New York Port Authority, air transportation, viewpoint o 
industrial executive toward traffic department, cooperation > 
tween traffic department and other departments, and organlz& 
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toa great New ENGLAND railroad 


I 1830, there was incorporated 
the first of the 111 lines that 
comprise the Boston and Maine 
system of today; and the first rail- 


toad to be projected in New Eng- 
land. 


Over 25 miles of crude fish-belly 
tail, so called because of its resem- 
blance to the side of a fish, this line 
—the Boston and Lowell Railroad 
—tan between the two cities for 
which it was named. Its first loco- 
motive, constructed in England by 
the pioneer, George Stephenson, 
was shipped to Lowell by the Mid- 
dlesex Canal, a famous old water- 
way, which the new railroad paral- 
leled and which it soon replaced. 
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It was with such a primitive engine —“‘a _ the country’s principal carriers. To 


mad dragon” as Dickens termed it in his render shippers to and from New 
American Notes, and over a crude road- _—_ England the fastest and most de- 
bed (the ties were of stone), that the new _ pendable freight service it has been 
carrier began its service to New England. virtually rebuilt in the past three 


Today, as it approaches its 100th birthday, years . . . From one to three days 


the little road has grown to the Boston 
and Maine, one of the great railroads of 


have been cut from former sched- 
ules as a result. 


the country ... modernized from end to Greater than its service accom- 


end. In freight traffic density, it is com- _ plishments is the spirit that has 
made these accomplishments pos- 


sible. For back of the mew Boston 


parable with the Southern Pacific, the 
Santa Fe, the Rock Island, and others of 
and Maine, there is a spirit that is 
abroad in all New England today 
—it is at once a spirit of co-op- 
eration — a spirit of progress — a 
spirit of service. 
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tion and functions of railroad traffic. departments. The club 
will hold its twenty-sixth annual dinner at the Commodore 


February 21. 






The Omaha Traffic Club will hold its annual election at the 
Knights of Columbus Hall February 21. Two nominations have 
been made for each office, headed by Dan Geilus, Paxton and 
Gallagher Company, and J. J. Griffith, Manhattan Oil Company, 
nominees for president. 





The Traffic Club of Kansas City held a luncheon at the 
Baltimore Hotel January 28. Dr. James W. Fifield spoke on 
“Just Some Observations.” 





The Traffic Club of Newark will hold its monthly meeting 
at the Chamber of Commerce Building February 4. The Rev. 
Henry R. Rose, pastor, Church of the Redeemer, will speak on 
“Everywhere with Lincoln.” Entertainment will include show- 
ing of a moving picture, “The Public Servant of a Great State.” 
The nineteenth annual dinner will be held at the Elks’ Club 
February 7. Jerome T. Congelton, mayor of Newark, will be 
the principal speaker. 





The Traffic Club of St. Louis will hold a luncheon at the 
Hotel Jefferson February 4. There will be a program of music 
and “community” singing. No meeting will be held February 11. 





Carl K. Landes, newly elected president of the Transporta- 
tion Club of St. Paul, was born in Sedalia in the “Show Me” 
state, getting a start toward an education in the high schools 
of Sedalia and Kan- 
sas City and later 
being graduated 
from the well-known 
“College of Hard 
Knocks.” He began 
railroad work as the 
proverbial office boy 
and later’ stenog- 
rapher in the office 
of the Vandalia Line 
at Kansas City. 
Progressively, he 
worked for the Illi- 
nois Central, the 
Baltimore & Ohio, 
ending his Kansas 
City railroad career 
with the C. M. & St. 
P., where he held 
down four jobs for 
the price of one, 
having been con- 
tem poraneously 
freight rate clerk, 
ticket agent, stenog- 
rapher, and _ assist- 
ant telegrapher. He 
jointed the Wiscon- 
sin Central, now a 
part of the Soo Line, 
in 1898, as secretary to the general freight agent at Milwaukee, 
later becoming chief clerk in the general freight department 
and then covering Indiana and Illinois as traveling freight agent. 
In 1902 he was appointed New England agent for the Soo Line 
with headquarters in Boston; then he was general agent at 
Detroit and district freight agent at Cincinnati, landing in the 
Twin Cities in 1922. He has been assistant general freight agent 
of the Soo Line in St. Paul since July 9, 1923. He won the silver 
cup - the associated traffic clubs’ golf tournament in Louisville 
in 1925. 








The Traffic Club of Wichita, held a luncheon at the Wichita 
Club January 31. M. L. Kramer, of the John Hancock Life 
Insurance Company, was the speaker. 





The Transportation Club of Peoria will hold its annual meet- 
ing and election of officers at the Creve Cceur Club February 
12. Dinner will be served and there will be a program of 
entertainment. The nominating committee has presented the 
following nominations: President, R. I. Colvin; vice-presidents, 
J. L. Collyer and S. M. Russell; secretary-treasurer, O. B. Eddy; 
directors, L. Jones, D. H. Hutchinson, A. P. Kimmig, J. E. Moore 
and J. G. Congueror. 





The Grand Rapids Transportation Club will hold its fifteenth 
annual banquet at the Elks’ Club February 7. The principal 
address will be made by O. B. Higgins, freight traffic manager, 
Universal Carloading and Distributing Company, New York. 
T. A. McMillen, president of the club, will give the address of 
welcome and Ledyard Hand, a resident in China for twelve 
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years, will speak on ‘Transportation in China.” Lee H, Bierce 
secretary, Grand Rapids Association of Commerce, will be toast, 
master. , 

















The Los Angeles Transportation Club held an “All Musica] 
Cabaret Luncheon” at the Alexandria Hotel January 28, , 
event was sponsored by foreign rail lines. There wag an elab. 
orate program of entertainment. 





A meeting of the-Toledo Transportation Club will be held 
in the club rooms at the Secor Hotel February 4. Dinner Will be 
served and Karl P. Aschbacher, secretary of the Kelsey & Pree 
man Lumber Company, will speak on “Our Supply of Tregg» 
His talk will be illustrated by pictures showing forestry anq the 
lumber industry. 





—- 


Personal Notes 
———————— — 

An interesting diversion was caused at the luncheon of 
the Chicago Association of Commerce, January 30, when Roy 
W. Campbell, manager of the traffic department of the Butler 
Paper Corporation, took the floor and, on the part of the 
traffic men in the association, presented a “degree” to J, p, 
Haynes, recently promoted from traffic director to executive 
vice-president of the association. The “degree” consisted of g 
huge roll of paper on which were pinned about a hundred appli. 
cations for membership in the association, obtained by the 
traffic men, in a “drive” of their own, as a tribute to Mr 
Haynes. The latter responded appropriately, though with em. 
barrassment. 

Frank Colly Cheney, recently elected the sixth president 
of the Traffic Club of Atlanta, a-charter member of that organi. 
zation, was born at 
Athens, Ga., Octo- 
ber 6, 1888. His en- 
tire life has been de- 
voted to transporta- 
tion work, beginning 
at an early age as 
clerk in the local 
freight office of the 
Georgia Railroad at 
Athens, later remov- 
ing to Atlanta at city 
ticket agent, N. C. & 
St. L., and _ subse- 
quently taking serv- 
ice with the Clyde 
Steamship Company 
as soliciting freight 
agent. In 1912 he 
was appointed solic- 
iting agent, Seaboard 
Air Line, at Atlanta 
and shortly thereaf- 
ter was promoted to 
commercial agent, 
later serving in simi- 
lar capacities at 
Greenville, S. C.,, ; 
Montgomery and Birmingham, Ala., and again dt Atlanta, until 
promoted, May 1, 1925, to assistant general freight agent, Sea 
board Air Line at Atlanta, his present position. His work in 
the Traffic Club of Atlanta has been outstanding, including the 
chairmanship of various committees and the offices of director 
and vice-president, actively participating in the work of the 
subsidiary Traffic Study Club of Atlanta, and giving generously 
of his time and talent toward the betterment of his chosel 
profession. 

E. L. Northrop, commercial agent, D. L. & W., at 
Indianapolis, having found it necessary to be relieved of active 
duty because of his health, has been appointed special represél 
tative. J. A. McCoy has been promoted to commercial agent at 
Indianapolis. W. J. Nolan has been promoted to traveling rep 
resentative at Indianapolis. 

Jerry Murray has been appointed general agent, Missouri 
and North Arkansas, at Tulsa, succeeding E. P. Rodgers, Tt 
signed. Mack Hulse has been appointed traveling freight agent 
at Tulsa. The position of commercial agent has been abolished. 
E. P. Marion has been appointed commercial agent at New 
Orleans, and the position of traveling freight agent there has 
been abolished. 

George J. Charlton, passenger traffic manager, C. & A., died 
at his home in Chicago, January 28. He entered the service 
of the C. & A. in 1875. 

George E. Walling has been appointed auditor and traffic 
manager, Batesville Southern Railroad, at Memphis, succeeding 
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T. C. Merriam and R. Y. Du Quesnay. The position of general 
freight agent has been abolished. 

The following appointments have been made on the Illinois 
Terminal Railroad at St. Louis: H. G. Powell, general traffic 
manager; H. A. Tuohy, freight traffic manager, and E. L. Bodge, 
assistant freight traffic manager. 

K. M. Guenther and William F. Hummel have been appointed 
assistant general freight agents, E. J. & E., at Chicago. 

F. G. Dorety, vice-president and general counsel, Great 
Northern, was one of the principal speakers at the sixth annual 
meeting of the Northwest Shippers’ Advisory Board at Minn- 
eapolis January 29. He presented a historical survey of the 
“recapture” litigation before the Commission and the Supreme 
Court of the St. Louis and O’Fallon Railway, summarizing the 
points of law involved and the positions taken by the various 
interests. 

Charles Coughlin has been appointed chief of tariff bureau, 
New York Central, at Chicago, succeeding W. T. Tannehill, 
promoted. 

George F. Weston has been appointed industrial agent, Erie, 
at New York. L. C. Kerner has been appointed industrial agent 
at Cleveland. The office of industrial agent at Chicago has been 
abolished. 

Appointments by the Universal Portland Cement Company, 
a subsidiary of the United States Steel corporation, have been 
announced as follows: Murray N. Billings, western traffic man- 
ager, Chicago, and Frank E. Guy, eastern traffic manager, 
Pittsburgh. In this position, and also as traffic manager of the 
Illinois Steel Company, Mr. Billings succeeds F. T. Bentley, 
who has been connected with subsidiaries of the Steel Corpora- 
tion for 35 years and with the cement company since its organi- 
zation in 1906. He retired from active service last year but will 
continue in a consulting capacity. Mr. Guy succeeds L. C. Bihler, 
who was also traffic manager of the Carnegie Steel Company, a 
Steel Corporation subsidiary, and has been made assistant to 
president and general traffic manager of that company. Mr. 
Guy has been assistant eastern traffic manager of the Universal 
company since 1912. He also served for 15 years in the traffic 
department of the Baltimore and Ohio. 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board held its sixth 
annual meeting at Minneapolis January 29. A summary of the 
commodity committee reports follows: 


The commercial grain crop 1928-1929, reported as of December 
31, was 371,780 cars, as against 337,718, as of December 31, 1927. 
Shipments, August-December, 1928—174,120 cars, as against 186,664 
in the same period of 1927. 

Loading of flour, grain products and hay for the first three months 
of the year expected to be 43,550 cars. 

The potato movement is expected to be but litte larger for 
the first quarter of 1929 than a year ago, unless prices advance. 
Total movement for the 1928 crop up to January 5, 1929, shows a 
shrinkage, as compared with figures for the same period last year, 
of 13,598 cars. 

Lumber and forest products are expected to require a total of 
19,500 cars the first quarter of the year. 


Shipments of coal from Lake Superior docks are expected to be 
about the same as in the first quarter of 1928, with a possible de- 
crease of 10 per cent, should comparatively mild weather maintain. 
Increase expected in the movement of coke for the first quarter of 
the year is reported as high as 175 per cent over the movement in 
the same period of 1928. orth Dakota lignite movement expected to 
be about the same as last year. 

Cement, lime and plaster are expected to require 1,232 cars in 
the first quarter of the year. 

The dairy products committee reports anticipated requirements 
of refrigerator cars for the first quarter to be 3,525. 

Paper, pulp and related articles will require approximately 2,635 
cars, as against 3,300 in the same period last year. Nearly all the 
decrease is in the newsprint industry, and, according to the report, 
due to increased production in other territories. . 

The miscellaneous traffic committee reported that outbound move- 
ment will show a 5 per cent increase from Winona, 10 per cent at 
Grand Forks, 5 per cent at Watertown, and 5 to 10 per cent at Minot 
and Fargo. Duluth reports the outlook is very promising and the 
movement should sh a substantial increase. The Twin Cities 
report as follows: Wholesalers and jobbers of all principal lines anti- 
cipate business will be at least as good as last year, including paper, 
glass, paints and notions; hardware, groceries and drugs, expect in- 
creases over last year; dry goods and oils will probably show an 
increase of 10 per cent, as will the mail order houses; automobile 
accessories will show ah increase of from 10 to 15 per cent, and radios 
and photographs from 15 to 25 per cent; there will be a much heavier 
movement from the carloading companies; movement of automobiles 
will be many times that of last year; refrigerators should show an 
increase of from 40 to 50 per cent; some increase in knitting factory 
products and linseed oil expected; road making machinery will show 
an increase of from 10 to 15 per cent; other lines reporting: ‘‘about the 
same as last year’ include blinds, furniture, castings, boilers, car 
wheels, hoisting machinery fertilizer and chemicals. 7 

Agricultural implements, vehicles and farm machinery will require 
a total of 3,529 cars, dn increase of 19 per cent. 

The iron and steel committee reported production at about 84 per 
cent of capacity; sales high and prospects good. 

The canned goods, groceries and food products committee reported 
an estimated requirement by the canning industry of 100 refrigerator 
cars and 200 box cars; present conditions very favorable both in can- 
ning industry and wholesale grocery line. The sugar industry is 
expected to require about 1,000 cars; market outlook favorable. 

The crushed stone, sand and gravel committee expected shipments 
to be light in the first six months of the year. 


No complaints of importance were reported as to car supply. 
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OVERSEAS FREIGHT RATES 


The Traffic World New York Bure, 


Full cargo markets have been extremely inactive jp 
last few days. Bulk shipments overseas are at a low ebb Wi 
the result that there is little demand for vessels. At the’ a 
time, the charter market is practically bare of ships and own 
show no disposition to lower their figures to attract busines 
There is little indication that the deadlock will be broken ¢ 
some time. At present, shipping is actively employed fe th 
movement of Argentine grain. Vessels are avoiding the Unite 
States until a revival in demand has become evident. 

Regular liners are receiving a fair volume of busines 
Steamship conferences are functioning normally, and no in. 
portant rate developments are imminent. 

The existing level of full cargo rates averages about as 
follows: For heavy grain, Atlantic ports to the United : 
dom for February-March loading, 3s 3d per quarter; 14¢ . 
100 pounds to Antwerp-Rotterdam; 15c per 100 to Hambury. 
Bremen; 18 to 181%4c to the Mediterranean;' from Montreal, for 
May-June loading, 3s 3d to the United Kingdom, 14c to ay. 
werp-Rotterdam, 15 to 151%4c to Hamburg-Bremen, and 18kbe ty 
the Mediterranean. 

Freight brokers’ reviews for the week express the belig 
that the existing dullness will last for some time, perhaps ypij 
after the opening of navigation on the St. Lawrence in Apr 
Nominal quotations of 14c have attracted little attention, 

While the coal trade has also been quiet, a feature of th 
market was the charter of a Shipping Board vessel from Ham. 
ton Roads to Rio de Janeiro at $3.75 a ton, or to Santos fo 
$4, last half of February loading. Other fixtures probably cou 
be made to the River Plate at $3.60 per ton, but this figure js 
not interesting to shipowners. 

A reduction of 5c per 100 pounds was made last week ip 
cotton rates from Texas ports to Venice and Trieste. The ney 
rate is 50c per 100 pounds for high density cotton on seconé. 
class ships and conforms with the rate of cotton on the west 
coast of Italy ports. 

Advices from the Pacific coast are to the effect that AP 
Hammond, former general manager of the California & Easten 
Steamship Line, will establish a new intercoastal service with 
chartered tonnage, and has already made application for men. 
bership in the United States Intercoastal Conference, thus r 
moving any threat of cut-rate competition against the estab 
lished lines. 

The first sailing of the new Hammond Line will be made. 
by the steamship New Britain, formerly under charter to th 
Cc. & E. Line, and she will be followed at regular intervals by 
other chartered ships. It is understood that the company wil 
seek to share in the lumber carrying trade eastbound and wil 
depend on general cargo westbound. 

Mr. Hammond, who is well known in the intercoastal trade, 
resigned as general manager of the C. & E. Line just befor 
the return to power of Frank C. Hill as president of the com 
pany. The latter’s return was followed by the sale of the C. 
& E.’s fleet of four freighters to Kenneth Dawson, of Portlani, 
head of the States Steamship Company. 


Mr. Dawson has since added these four vessels to the 
Quaker Line’s fleet, in which he already held an interest. This 
has given rise to reports that a beginning is marked in a series 
of moves to merge all of the smaller intercoastal lines into one 
group to meet the competition of the American-Hawaiian and 


Luckenbach lines. 


Mr. Dawson also controls tonnage in the Arrow Line fiet 
and he admitted a short time ago that he had been negotiating 
with the Williams Line for the purchase of the latter’s fled. 
It is reported that he has made additional purchases of othe 
intercoastal tonnage, but nothing definite could be learned. 


It is said that Mr. Dawson and his associates have in mini 
the extension of transshipment business of the States Stear 
ship Company, of Seattle, recently acquired from the Shipping 
Board, by using the contemplated new intercoastal fleet 484 
feeder for the trans-Pacific service. 


MARINE CONFERENCE ACTION 


The second national conference on the American merchatt 
marine adopted the following resolution (see Traffic World, 
January 26) submjtted by Ira A. Campbell on behalf of the com 
mittee on mail contracts: 


Whereas, it appears that American steamship services essential 
to the foreign trade of the United States and the carriage of its over 
seas mails, for the maintenance of which the United States has él: 
tered into mail contracts with American citizens, are now being, by 
may hereafter be, subjected to sudden and unusual competition 
foreign flag ships, which competition may be so severe as to make 
impossible for the owners of the ships to continue the operation 
maintenance of such services; and mol 

Whereas, the interest and welfare of the United States de ros} 
that the continued operation of such services be maintained the 
with the aid of such additional mail compensation, or throu b1 
modification of the mail contracts, as shall be found necessary | 
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: A TIMELY RESOLUTION 
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his 
“ It will save time otherwise spent looking up rates in Tariffs. 
d 
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et. 
i It will put those rates with which you check Outbound and 
ni Inbound Shipments right at your finger tips at all times. 
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Is being used for Rating, Checking and Billing because it 
possesses unanswerable arguments of Economy and Efficiency. 
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advisable by the Postmaster General and the United States Shipping 
Board; 

Now, therefore, be it resolved by this conference that legislation 
substantially along the lines hereinafter set forth be enacted: 

(1) That upon the written request of any American citizen under 
contraet with the United States to operate and maintain a mail route, 
the United States Shipping Board is authorized and directed to inves- 
tigate the conditions prevailing in the route, for the purpose of deter- 
mining whether there is such an increase in the amount, character 
or severity of the competition by foreign ships, as compared with the 
competition existing or contemplated at the time the aforesaid agree- 
ment was entered into with the Postmaster General as to imperil the 
successful operation, maintenance and development of the route in 
accordance with the requirements of the agreement with the Post- 
master General. 

(2) That if the Shipping Board finds that the successful operation, 
maintenance and development of the mail route is imperiled by an 
increase or change in the volume, character or severity of thé compe- 
tition of foreign ships the board shall certify such findings to the 
Postmaster General and shall submit therewith all information neces- 
sary to advise the Postmaster General as to any change in the amount 
and conditions of the contract required to assure the successful oper- 
ation, maintenance and development of the route by the citizen under 
contract therefor in the face of the then existing competition. 

(3) That upon the receipts of such findings and report from the 
Shipping Board the Postmaster General is authorized and directed to 
increase the mail compensation then being paid to the citizen oper- 
ating such mail route by such an amount and for such period of time 
as shall be found necessary to enable such citizen to successfully 
operate, maintain and develop the route; or may otherwise modify 
the contract as shall be deemed advisable to meet the existing emer- 
geney and as agreed between the parties to the contracts. 


The conference also adopted the following report of the 
committee on methods of increasing patronage for American 
ships, of which Frank C. Munson, of the Munson Steamship 
Lines, was chairman: 


1. That there is need for a second set of hearings by the Shipping 
Board throughout the United States, at which meetings might be dis- 
cussed, among other things, such subjects as (a) progress made in 
the sale of ships; (b) benefits of mail contract legislation; (c) support 
by shippers and travelers to American ships, and (d) the speed, safety 
and comfort of the American merchant marine. 

2. That the Shipping Board inform the President and cabinet 
quarterly of its accomplishments, in addition to its present annual 
report to Congress, on such questions as (a) differential in cost of 
operating; (b) benefits to labor by building ships in American yards; 
(c) benefits derived in converting to Diesel drive; (d) appropriations 
to cover expenses of trips throughout the country, and for necessary 
literature, etc.; (e) and such other subjects as the board may deem 


advisable. 

3. That the Shipping Board take up with the State Department, 
Department of Commerce and other federal and private agencies the 
need for more conferences—with international participation—relative 
to various matters, with particular reference to more frequent (a) 
Pan-American conferences and new Near and Far East conferences; 
(b) visits of high government officials. 

4. That the Shipping Board, ship owners and ship builders meet 
in semi-annual conference with the President of the United States, 
arranged through such agencies as the President might designate. 

5. That the steamship lines do more advertising and that the 
newspapers give more publicity to shipping matters and excursions. 

6. That the Shipping Board, in conjunction with the U. S. Depart- 
ment of Commerce and Chamber of Commerce of the United States, 
study the problems of the shippers and ship owners as to why the 
American merchant ships are not used more than they now are— 
obtaining particularly the views of various shippers’ organizations. 


The committee on discriminating duties in indirect trade, 
of which Franklin Dv Mooney, of the Atlantic, Gulf and West 
Indies Steamship Lines, was chairman, said it was not ready 
to submit a complete report, but that it was ready to recom- 
mend that provision be made for a tax on gross revenue derived 
from passenger and cargo traffic in foreign flag ships entering 
or leaving the United States and going to or from another port 
in a country other than that of the foreign ship’s flag unless 
such other port was a regular port of call on a regular route 
in a service between the United States and the country where 
the foreign vessel was registered. The recommendation was 
approved. Committees dealing with marine insurance and reduc- 
tion of differential between shipbuilding costs here and abroad 
were to submit their reports later. Load line legislation was 
favored in a report approved by the conference. 

Commissioner Smith, of the Shipping Board, inquired 
whether approval of the recommendations by the conference 
meant that they were approved by the Shipping Board. Chair- 
man O’Connor said the action taken did not mean that—that it 
was the conference that was acting. 


At the close of the conference Mr. Munson said it was the 
most interesting and worthwhile shipping conference ever held 
and moved a vote of thanks to the Shipping Board. The motion 
was adopted. Henry Herbermann, of the Export Line, related 
the progress that was being made by his company, which bought 
the line from the Shipping Board when it had 18 ships. He said 
the company now had 23 ships in service. 





PORT OF MOBILE 


The port of Mobile, Ala., is described in the current issue 
of Merchant Fleet News, published by the Merchant Fleet Cor- 
poration. It is stated that the commerce through the port, 
which is 31 miles from the Gulf of Mexico, and which is reached 
through a channel having a navigable depth of 30 feet at lowest 
tide, is increasing rapidly. In 1922, the tonnage ran around one 
and one-half million, while in 1927 over four million tons of 
cargo passed through the port. 
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DIVERSION OF COMMERCE 
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President Coolidge sent to the Senate January 29 t 
ports prepared by government departments in response to ge 
ate resolution No. 220, adopted by the Senate May 7, i999 .¢ 
ing for a report and recommendations from the Department 
State, the Department of Agriculture, the Interstate Comm 
Commission and the Shipping Board on “diversion of commas 
from United States ports to Canadian ports.” eee 

The Secretary of State, the Secretary of Agriculture 
the Commission submitted a joint report which was to the an 
that, in the main, there was no cause for concern on the - 
of the United States by reason of diversion of commerce f 
its ports to those of Canada. = 

The Shipping Board submitted a separate report—a re 
that, in Commission parlance, might be characterized : 
“dissenting” report. me 

Excerpts from the joint or “majority” report, which is 
a voluminous nature, containing detailed discussion and sta : 
tics, follow: tb 


The extent to which diversion of commerce fr { 
ports to Canadian ports may be held to exist depends large 
the point of view and the criteria adopted. The difficulties prese - 
in reaching a conclusion on this subject are suggested by the 
that the concern felt in Canada over “diversion” of commer 7 
American ports has been fully as serious as the concern which’ . 
manifested itself in the United States over the ‘diversion’ of ies 
merce from American ports to those of Canada. ... be 

{ the value of Canadian commerce handleg by 


On the basis 
American ports and the share of the total commerc 
obtained by ports of the United States in the years S919 on 
it appears that the position of American ports has materially jn: 
proved during this period. Not only is their position in 1928 4 
perior to that in 1919, both on the basis of the absolute Value and 
poh ge ge Sh Canada’s — obtained, but taking the period 
. ere is a percepti y y ‘ 
their pan lg p ptible tendency toward improvement jp 

n considering the question whether there is any undue diversi 
of commerce from American to Canadian ports a comparioes ane 
made of the traffic of each country moving via the ports of the other. 
It will be noted from the foregoing data that in the year endej 
March 31, 1928, Canadian ports obtained 375 million dollars worth 
of American commerce while American ports obtained only 3; 
million dollars worth of Canada’s trade. Although the situation of 
American ports is not inferior on this basis to that existing in the 
years 1921 to 1923, the fact that the value of American commer 
obtained by Canadian ports exceeds in value the Canadian commere 
obtained by American ports might be taken as an indication that 
the latter are not obtaining their due share of traffic. However, two 
considerations should be noted in this connection. In the first place 
a large part of the American traffic obtained by Canadian ports con- 
sists of raw silk imported into the United States via Vancouver, 
- « . In the second place, the fact that the amount of American 
commerce handled by Canadian ports has been materially greater 
when expressed in dollars, than the amount of Canadian commerce 
handled by American ports, may be attributed to the fact that the 
volume of American trade to be handled is several times as large as 
that of Canada. A comparison of the percentages of the total con- 
merce of each country handled by the ports of the other shows that 
in the year ended March 31, 1928, Canadian ports obtained only 48 
per cent of the total trade of the United States with countries other 
than Canada, while American ports obtained 26.6 per cent of the 
trade of Canada with countries other than the United States. .. 

On the whole available data as set forth in the preceding pages 
with respect to the movement of traffic through the ports of Canada 
and the United States, do not seem to afford ground for appre 
hension concerning the welfare of American ports and transports 
tion agencies. . « The situation in so far as movement of 
Canadian export traffic is concerned appears from_ the foregoing 
tables to be distinctly favorable to American ports. During the ter 
year period 1919 to 1928, there is a distinct trend in their favor, 
the total value of Canadian exports handled by American ports, a 
well as the proportion of Canada’s total overseas traffic obtained by 
them, having greatly increased. . » . In 1928 American ports par- 
ticipated in handling Canada’s export traffic to the extent of 
million dollars’ worth of commerce or nearly 39 per cent of Canada’s 
total exports, while Canadian ports in that year obtained only # 
million dollars’ worth of the exports of the United States or less than 
6 per cent of the total exports of the United States to overseas coun- 
tries. The relative position of American and Canadian ports Was 
substantially the same during the several preceding years. A 

From a consideration of the total export traffic of the United 
States and Canada there appears on the basis of available statistics 
to be nothing to indicate any umdue diversion of traffic from Americal 
to Canadian ports. On the whole, in fact, the situation as respect! 
Po traffic seems distinctly favorable to the ports of the Uni 

@tes. « . « 

The average annual exports of American grain from Canadian 
ports during the past five years have amounted to approximately 
53,000,000 bushels, according to the official elevator returns published 
by the Canadian government. .. . The average annual exports of 
all Canadian grains from north Atlantic ports during past five yealt 
have amounted to 135,296,000 bushels, while the average annual éx 
ports of wheat alone have amounted to 106,128,000 bushels, or a 
proximately 56 per cent of the annual average exports of anadist 
wheat to overseas countries from the Atlantic seaboard. . -.; 
is important to note that the bulk of the grain that is exported free 
the port of New York, as well as Boston and Portland, Me., is 0 
Canadian origin. 

In a discussion of railroad rates, the report says “we find 
nothing in the general export class of commodity rate structure 
to north Atlantic ports to warrant the conclusion that 8l 
rate structure is of a nature to cause diversion of traffic ” 
Canadian ports .. nor do we find anything in the existing 
rate structure to Pacific ports which would tend to divert aly 
American grain to Canadian Pacific coast ports. .. . There 


is nothing to show that the existing all-rail rate structure to 


Atlantic ports is causing any diversion of American grain 0’ 


Canadian ports.” 
With respect to ocean service, the report says it is evident 
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pebruary 2, 1929 


To interest the man in 
search of a site for his 
plant, a community 
MUST have certain 
things. Wilmington on 
the Delaware has all 
those things: 


Land at low cost, proximity 
to coal and raw materials, ade- 
quate supply of pure water, 
plentiful supply of labor, low 
power rate, low tax rate, cen- 
ter of a rich market, banking 
and commercial facilities, serv- 
ice of trunk railroads, good 
roads for motor truck haulage. 


In addition, we at Wilmington 
offer you a Marine Terminal 
of the most modern construc- 
tion and equipment, with 
covered and open storage—at 
surprisingly low rates. 


CHARLES H. GANT, Manager 


Wilmington Marine Terminal 


Wilmington, Delaware 


WILMINGTON 


on the Delaware 












THE TRAFFIC - WORLD 


STATE, 


42 Steamship Lines 


ARE SERVING THE— 





MEMPHIS A 
UTTLE & 
ae 
.) 
2 a 
" 9 BIRMINGHAM 
3] ¥ 
oh = 
. menipian © AF mon TCOMERY 
2 
5 
2 
3 
° 


: (of MOBILE 
DB See 









NE —S} | 
WS Y 
GULF ——“or” 


PORT OF 


MOBILE 


MERKICE 





$10,000,000.00 Ocean Terminals 
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Concrete Wharves 
Enclosed Fireproof Transit Sheds 
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Automatic Sprinklers All Buildings 
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that the steamship services from American ports are in general 
superior to those available at Canadian ports and, except to 
the United Kingdom from Atlantic ports, they are greatly 
superior. 

“It may be concluded,” says the report, “that such advan- 
tage as Canadian ports enjoy over American ports in com- 
petition for export traffic is confined to St. Lawrence ports, 
principally Montreal, and to traffic represented by a limited 
number of products, principally grain. This advantage, which 
consists in geographic advantages arising from the existence 
of a cheap, workable all-water route, rather than from any 
apparent maladjustment of transportation rates, appears to be 
entirely counterbalanced by the geographic handicap of the 
closed season on the St. Lawrence and by certain advantages 
enjoyed by American ports in the matter of oean freight rates 
and services and marine insurance rates.” 

The report discussed at length the differences in the regu- 
lations of Canada and the United States with respect to grad- 
ing and inspection of grain. It also discussed Australian cus- 
toms regulations as affecting the routing of export shipments. 
The report said it might be concluded that Canada’s customs 
preferences resulted in some diversion of traffic from American 
to Canadian ports, although evidence was lacking that losses 
from that cause alone had been or could be very large. Diplo- 
matic negotiations on that matter, however, have been begun, 
according to the report. 

The Shipping Board said it submitted a separate report that 
the Senate might have before it the views and suggestions of 
the board on the problems involved “in so far as they do not 
coincide with the views expressed in the report presented to 
the Senate by the other governmental agencies, in response to 
the resolution.” 

“The joint report,” says the board, “does not suggest affirm- 
ative action of Congress, but suggests rather that necessity 
does not exist for such action—statements to that effect appear 
from time to time and this board has been unable to subscribe 
to them, lest they be interpreted as in opposition to affirmative 
action by constructive legislation to correct the conditions 
criticized.” 


The board dealt particularly with the Australian customs 
regulations which it said caused the diversion of many Ameri- 
can exports through Canadian ports, and the preferential Cana- 
dian tariff, under which certain imports, it said, into Canada 
were subject to a higher tariff when moving through American 
ports than when imported direct through Canadian ports. In 
its discussion of the Australian customs regulations the board 
quoted extracts from letters from the Illinois Central, Southern 
Pacific, Western Pacific and Chesapeake & Ohio railroads to 
the effect that they lost traffic as the result of the regulations. 

“It seems fundamentally unsound that foreign transit fa- 
cilities should have an advantage over American transit facili- 
ties, in the transportation of American exports, when the 
advantage arises, not from superior efficiency, nor from natural 
conditions, but from an arbitrary regulation,” said the board. 

Continuing, the board, in part, said: 


The history and present status of Canadian customs pr 
is set forth in the joint report (p. 72, et seq.). That Suaek maton: 
It should be borne in mind that these preferences apply only to 
ee et traffic — Bay = far as the import traffic of the 
s is concerne e position of Ameri - 
— anes = -_ directly affected.”’ ee er ae eee 
oug merican imports may not be directly affec 
sense intended, the extensive imports into the United send 
Canadian ports has a very direct bearing upon the general problem; 
such imports enter the United States with the same freedom and 
subject to the same tariffs as imports through American ports di- 
rect. This fact is in marked contrast with the Canadian attitude here 
involved, namely, that certain imports into Canada, entitled to pref- 
erential rates under Canadian law, are granted the preferred rates 
only when entering Canada through a sea or river port of that coun- 
try; the absence of mutuality of treatment in the respect mentioned, 
is apparent. 

It maye be conceded that preferential tariff arrangements between 
member states of the British Empire are entirely proper and not the 
subject of inquiry by other countries. The existence of such arrange- 
ments is to be distinguished from the question whether granting 
such preferential rates shall be dependent on the commodities en- 
tering Canada direct by a port of that country. The existing pref- 
erential tariffs, however, are not limited to Canadian imports from 
other parts of the British Empire; they extend in one form or another 
to various other countries, enumerated in a foot note on pages 73 
and 74 of the joint report. Whether such preferences in favor of other 
countries are justified is not involved in the present inquiry. That 
question, however, is also to be distinguished from the question 
whether such preferences should be granted, only when the imports 
are made through a Canadian sea or river port, direct. 

The right of Canada to develop her ports and transportation fa- 
cilities for the transportation of her foreign commerce, has been pre- 


viously referred to in this report, and the extension of this policy by 
requiring that such preferential imports shall enter by a Canadian 
sea or river port, need not be challenged. However, assuming 


Canada is justified in requiring that preferential imports from other 
parts of the British Empire shall enter by a sea or river port of that 
country, whether Canada should apply the same rule to preferential 
imports from countries not member-states of the British Empire is 
not as clear. Formerly Canada did not enforce this rule; her prefer- 
ential rates applied irrespective of whether imports entitled to them 
entered Canada by a Canadian or an American water port. The earlier 
practice was changed in 1927, with the result that the quantity of 
imports into Canada via American ports has diminished, as shippers 
will not subject their consignees to the extra tariff charges resulting 
from shipment through an American port. Until recently large quan- 
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tities of bananas were imported into Canada through the 

Boston, but their import direct to a Canadian port saveg Port o 

chant a tariff charge of fifty cents per bunch. The loss of the mer 

ness to the port of Boston is the natural consequence. . © buy 
Extensive silk importations into the United States through 

ada have been increasing, and the suggestion that there i Can. 

no appreciable tendency toward such diversion, must, of course" 
hi 








modified accordingly. The total importation of silk into the 5 
States for twelve month ending March 31, 1927, was $3975 ted 
and of this amount $117,000,000 worth came through Vancouye 95,60, 
total importation for the twelve months ending March 31 199% The 
$388,388,585, and of this amount $142,000,000 worth came > as 
Vancouver. The importation of silk a Vancouver and eet 
by Canadian rail to eastern United States thus exceeded, for th 
period, one-third of the entire silk importation of the Uniteg St 
and, as stated, our imports of silk through Canada have been in tat, 
ing. Our imports through Vancouver for the 1927 period were 
30 per cent of total imports of silk into the United States 4 
that period. Our imports through Vancouver for the 1928 period e 
increased to about 37 per cent of the total imports of silk ine 
United States for the 1928 period—an increase of 7. per cent the 
The question naturally arises why so large a portion of silk im 
enter this country via the Canadian route, with ocean and raj 
to and in both countries, substantially the same, as are the ~~ 
factors involved, except as time may vary with difference of tie 
dates from the Orient. It is due in part to the fact that casts 
trans-Pacific vessels plan silk deliveries to Vancouver or Seattle 
what proportionally with the amount of the freight for the Ori 
received from the railroads terminating, respectively, at Vanaan 
and Seattle; hence, export commerce diverted from American 
through Canada is not only a loss in itself but is the cause Of the 
further loss of eastbound transportation from the Orient. . 
Senate resolution doubtless has primarily in view, not why two-thinds 
of our silk imports enter through American ports direct, but why m 
than one-third of our silk imports enter our country through Ca “sd 
ports. The question for solution is how the one-third thus ente 
the United States through a foreign contiguous country may 
secured for transit through American ports, and for American rail. 
roads. With the transportation of our foreign commerce route 
through American ports, a larger percentage of the ocean haul ¢ 
that commerce will, of course, be transported in American veggey 


in Conclusion 


1. Under an artificial rule prescribed by a foreign government 
politically affiliated with Canada, American railroads and American 
ports are prejudiced with respect to the transportation of Americap 
foreign commerce, with corresponding advantage to Canadian rails 
Canadian ports and British vessels. Whether this results from a mk 
which is of general application is immaterial. When a rule of gener 
application is found to be insufficient fo meet national rights, , 
revision of, or exception to, the rule is due. Parity should be estab. 
lished, to the end that American products when imported int 
Australia shall be subject to import taxes of that country on a basis 
as favorable to shipments through American ports as to shipments 
of American products through Canadian ports. 

2. The United States permits American imports to be brought 
through Canadian ports without being subjected to higher customs 
charges than are imposed on similar imports when made direct 
through ports of the United States. On the other hand, the Canadian 
government imposes a higher tariff on certain imports when brought 
into that country via American ports. If Canada withholds redi- 
procal treatment in favor of American ports, then the American mle 
should be modified to conform to the Canadian practice. 

3. The United States permits grain of Canadian origin and with 
Canadian inspection, to be exported through American ports without 
being subject to American inspection. On the other hand, grain 
originating in the United States, exported through Canadian ports, 
is usually reinspected at the Canadian port. The fact results in losses 
to our farmers: it also results in the abnormal fact that two lots 
of American grain appearing in foreign markets, though having the 
same source and precisely equal in grade and physical condition, 
may bear two separate classifications—one fixed by Canadian inspec- 
tors, the other fixed by American inspectors. 

4. The right to a remedy rests on basic principles which justify 
their application and enforcement irrespective of statistical informa- 
jo —* the extent of the consequences resulting from their 
violation. 


FOREIGN TRADE CONVENTION 


The outstanding feature of international business in this 
country last year was the development in the export of Amer 
can manufactured products to 70 per cent of the export trade, 
declared James A. Farrell, in issuing the call for the sixteenth 
national foreign trade convention, to be held at Baltimore Apr 
17, 18 and 19 next. He also commended the “very encouragitg 
progress both in exports and imports in our trade with Lath 
America in recent years” to the special attention of Americas 
who are in earnest about foreign commerce. The meeting wil 
mark the first gathering of the foreign traders on the midde 
Atlantic seaboard since 1922, when they met in Philadelphi 

The program of the convention includes one new feature 
This is a conference of representatives of the 35 foreign trade 
clubs, export managers’ associations, and similar local groups 
of active foreign trade executives. The development of thet 
local groups and of the foreign trade departments of local chal 
bers of commerce, which now number over 70, has been rapid 
in recent years. The convention will serve as their first rec 
ognized national meeting place to effect national collaboration 
of these local groups in foreign trade policy and in stimulating 
more foreign trade activity. 


The subjects on which American foreign trade opinion wil 
be expressed include the economic improvement in Europé, 
transport for commerce, progress in the Far East, Canada 8 
our best customer, investments in Latin America, the Pal 
American highway and its connotations, imports in paymell 
for exposts, and shipping and foreign trade. 

Three merchandising sessions will enable delegates to bring 
to open discussion the technical problems of installment 8¢ 
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«| What Some of Our Clients Have to Say 

se, be ® 

in About Our Service 

The 

ms : 

= “A COMPLETE SERVICE” 

a An all-comprehensive good service from one source 

abort is worth considering. “Watching” Service is as com- 

uring plete as you want it. 

1 hag 

© the Mr. B. J. Hamm, Manager, 

Doris Special Service Department, 

the Traffic Service Corporation, Washington, D. C. 

ling Dear Sir: ; =e 

ound Referring to yours of Sept. 23d, if you think it 

vm will do you a particle of good you may, indeed, use 

vUver my name in connection with your Watching Service. 

per I can recommend that, without qualification, as 

th something decidedly worthwhile and a very impor- 

hirds tant aid to one that must keep in touch with trans- 

More portation developments. 

= I can not only speak in the highest terms of that 

y be particular part of your service but all the others and, 

Tall I guess, in one way or another I have used them all. 

io I cannot recall a single instance where a query to 

sels your office has not been immediately answered, and 
I have also seen some very efficient work done by 
your tariff and rate department in compiling rate 

rent, histories and other similar works. 

= Yours very truly, NEW ENGLAND PAPER & 

alls, PULP TRAFFIC ASSN. 

= (Signed) C. L. WHITTEMORE, 

a Traffic Manager. 

into 

on Write us for further information 

ht The Traffic Service Corporation 

a MILLS BUILDING WASHINGTON, D. C. 
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Traffic Department: 


CHICAGO—79 West Monroe Street 
Phone Randolph 8200 





SOUTH BEND, INDIANA 
Michigan and La Salle Sts. 
Phone 2-5764 


SOUTH SHORF 
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The Symbol of Service 
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Calmar Steamship Corporation 


CALMAR LINE—Ceast-to-Coast—Via Panama Canal 
aIII——E————————————[—[—[—L={—{—_[{—{$["[=[="["="=[=S=——=—_——= 


No. Ship 


5 MASSMAR 


5 OAKMAR 
5 TEXMAR 
4 CUBORE 
6 CALMAR | 
6 PENNMAR 


6 YORKMAR 


Voy. 
No. Ship 


5 MASSMAR 


5 OAKMAR 
5 TEXMAR 
4 CUBORE 
6 CALMAR 
6 PENNMAR 
6 YORKMAR 


THE TRAFFIC “WORED ==" 


Baltimore Philadelphia 
Arrive— Depart Arrive— Depart 
Sailed Sailed 
Sailed Sailed 
Sailed Sailed 


Feb. 3 Feb. 7 
Feb. 18 Feb. 22 
Mar. 3 Mar. 7 
Mar.18 Mar.22 


San Francisco 
Oakland 
Arrive— Depart 


Sailed 
Feb. 12 Feb. 15 
Feb. 27 Mar. 2 
Mar.15 Mar.18 
Mar.28 Mar.31 
Apr.12 Apr. 15 
Apr. 27 Apr. 30 


Feb. 9 Feb. 15 
Feb. 24 Feb. 28 
Mar. 9 Mar.15 
Mar.24 Mar.30 


Portland 
Arrive— Depart 


Feb. 2 Feb. 3 
Feb. 18 Feb. 19 
Mar. 5 Mar. 6 
Mar.21 Mar.22 
Apr. 3 Apr. 4 
Apr.18 Apr. 19 
May 3 May 4 
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Los Angeles 
Arrive— Depart 


Sailed 
Feb. 5 Feb. 10 
Feb. 20 Feb. 25 
Mar. 8 Mar.13 
Mar.21 Mar.26 
Apr. 5 Apr. 10 
Apr. 20 Apr. 25 


Seattle 
Arrive— Depart 


Feb. 5 Feb. 7 
Feb. 21 Feb. 23 
Mar. 8 Mar.10 
Mar.24 Mar.26 
Apr. 6 Apr. 8 
Apr.21 Apr. 23 
May 6 May 8 


—oEE>~=Ee=Ee=EeEeEeEeEeEeEeEeEeEeaEeIEeIilCEeEeIEeEeEICilIlEl ll —eES—=>=E—E>=ES=EE“E=E™EHENONEH™NTODNETEED@D™EDND==E 


When a company reaches the point of being satisfied 
with its service, we believe it is then on the down 


grade. 
point. 


For information regarding rates, etc., apply to 
CALMAR STEAMSHIP CORPORATION, 


Moore & 


rmack, General Agents, 


5 Broadway, New York, N. Y. 


Bourse Building, Philadelphia, Pa. 


First Natienal Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill. 


CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles Calif. 
$11 Board of Trade Bidg., Portland, Ore. 
201 Central Building, Seattle, Wash. 


CALMAR has not and never shall reach that 
WE STRIVE TO PLEASE. 





ViaCSS:SB 


The South Shore Line is electrified, connecting 
with the New York Central Lines at South 
Bend, the Michigan Central Railroad, Monon 
Route and L. E. & W. district of the N. Y. C. 
& St. L. Railroad at Michigan City, Ind.— 
Wabash Railroad at Gary, Ind.—E. J. & E. 
Railroad at Goff Jct. (Gary)—Indiana Harbor 
Belt at East Chicago, Ind.—B. & O. C. T. Rail- 
road at Hammond, Ind.—Belt Railroad of Chi- 
cago at Hegewisch, Il].—Illinois Central Railroad 
and Pullman Railroad at Kensington Station, 


Chicago. 


CHICAGO SOUTH SHORE & SOUTH BENDR. R. 
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for export, new merchandising developments, and credit insur- 
ance. 

Informal sessions will also be held by groups of bankers, 
credit, advertising, and traffic men and educators at foreign 
trade schools of business from all over the country. The trade 
adviser service of the council will cover all phases of foreign 
business and~all markets in which the United States is engaged. 

The delegates will visit the Naval Academy at Annapolis 
on the Saturday following the convention and a special program 
is being arranged. On the Thursday afternoon of the conven- 
tion the delegates will be taken on a trip over Baltimore harbor. 

A unique feature of the convention will be the demonstra- 
tion on the opening evening, at the get-together dinner, of all 
modern methods of international communication, including tele- 
graph, cables, telephone, and radio, for which special wires and 
hook-ups will be provided at the Lord. Baltimore Hotel, head- 
quarters of the convention. It is expected that more than 2,000 
foreign traders will be present from all sections of the country, 
including a large group from California, where next year’s 
convention is to be held at Los Angeles. 


URUGUYAN MARKING DECREE 
The Traffic World Washington Bureau 


Officials of the Department of Commerce have a hope 
amounting almost to an expectation that the Uruguayan govern- 
ment will not put into effect March 13 the decree of last Sep- 
tember requiring shipping cases to be marked by branding into 
the wood the names and addresses of consignors and consignees, 
together with such other information as may be required by 
other items of the packing and marking regulations. Unofficial 
discussion of the subject between the Uruguayan customs offi- 
cials and the United States commercial attache at Montevideo 
has been so satisfactory that the hope is strong that the decree 
issued last September will be modified before it becomes effec- 
tive on March 13. 

Objection to the branding or burning has come from all 
parts of the United States and from European countries as 
well, from shippers using excelsior or other inflammable ma- 
terials in packing, and shippers of explosives. The Manufac- 
turers’ Association of Connecticut, in representations, said that 
the new regulation would compel the abandonment of shipments 
to Uruguay because the expense of packing would become 
prohibitive. It would become so high, the association said, be- 
cause shippers using excelsior would have to do their packing 
outside of their plants on account of the hazard that would be 
created by the use of branding apparatus. The same, it was 
said, would be the fact in respect of shippers of explosives. One 
manufacturer said his packing costs would be increased 400 
per cent. 

The Connecticut shippers proposed instead of the branding 
requirement that indelible inks covered with two coats of clear 
shellac be substituted for branding. They said they had not 
heard of any of their packages becoming defective on account 
of improper packing. 

At the Department of Commerce it was said that the Uru- 
guayan officials were more concerned with frauds on the cus- 
toms than with packages made undeliverable by reason of 
illegible or lost addresses. They thought that the branding of 
packing cases would make frauds at the customs houses more 
difficult. 


New York—Robert R. Barr, president of the Foreign Com- 
merce Club, New York, was instrumental in getting together 
January 30, several associations to protest against the decree 
issued by the government of Uruguay pertaining to the burning 
of marks in packages and crates on all goods shipped to Uru- 
guay. 

Mr. Barr was requested to send the following cablegram to 
ee Brooks, commercial] attache of the United States at Monte- 
video: ° , 


It is the unanimous opinion of the Foreign Commerce Club, New 
York Board of Trade, American Manufacturers’ Export Association, 
Export Managers’ Club, American Exporters’ and Importers’ Associa- 
tion, Merchants’ Association of New York National Foreign Trade 
Council that decree relating to marking of packages would eventually 
result in considerable delay and expense to the Uruguayan consignees. 
At a joint meeting held today complaints were received from many 
importers to Uruguay and we formally protest with interested offi- 
cials on their behalf requesting cancellation this decree. Formal pra- 
test by mail. Advise result. 


NICARAGUA CANAL RESOLUTIONS 


When Senator Edge, of New Jersey, attempted to obtain 
action in the Senate, January 26, on the joint resolution author- 
izing an investigation and survey for a Nicaraguan Canal, by 
unanimous consent Senator Dill, of Washington, said he could 
not give unanimous consent to the enlargement of American 
interests in Nicaragua while American marines were being kept 
there—that “it will give the administration one more reason 
for keeping the marines down there interfering with the peace- 
ful pursuits of those people.” 

Senator Edge failed again to obtain action on his resolution 
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in the Senate January 28. Senator Dill, opposing action, tho 
an investigation first should be made as to the capacity of the 
Panama Canal, which he said it was admitted was now being 
used only to the extent of 50 per cent. 

Representative Denison, of Illinois, has introduced Joint 
resolution (396) authorizing an investigation and survey fo 
a Nicaraguan Canal. The bill has been referred to the House 
committee on interstate and foreign commerce. 


GENERAL DALTON RESIGNS 


General A. C. Dalton, vice-president and general manage 
of the Merchant Fleet Corporation, submitted his resignation 
to the Shipping Board, effective January 31. The board accepteg 
it. The general has under consideration identifying himsey 
with private shipping interests. 

General Dalton succeeded Elmer E. Crowley as president 
of the Fleet Corporation in July, 1926. He was Quartermaste 
General of the Army at that time. Some time after his appoint. 
ment, the Shipping Board effected a reorganization of the Flee 
Corporation under which T. V. O’Connor, chairman of the boarj 
became president of the Fleet Corporation, and General Dalton, 
vice-president and general manager. J. Caldwell Jenking wa; 
made vice-president in charge of administration, and f, 4 
Kelly, vice-president in charge of operations. 

The vacancy caused by the resignation of General Daltoy 
will not be filled, it is understood, the plan being for Chairman 
O’Connor to continue to act as president and also as gener 
manager and the remaining two vice-presidents to have active 
supervision of the affairs of the corporation. General Dalton’s 
salary was $18,000 a year. 


SALE OF U. S. LINES 


The Senate has adopted a resolution (S. Res. 317) offered 
by Senator McKellar, of Tennessee, calling on the Shipping 
Board for a report as to the proposed sale of the United States 
Lines. The resolution follows: 


Resolved, That the U. S. Shipping Board be, and it is hereby, 
directed to furnish the Senate at the earliest practicable moment the 
following information: : 

1. To what extent have the negotiations gone for a sale of the 
United States Lines to Paul W. Chapman (Inc.), or to any other per- 
son or corporation? 

2. If such negotiations are in progress, what is the price offered 
for each ship; and what ships are included, and what is the total 
price offered? 

3. Is the line known as the United States Lines, now being main- 
tained by the United States Shipping Board, being operated at a profit 
or loss? Give the full facts. 

4. Give all the facts and figures concerning the proposed sale of 
such line, with the reasons of the board for such sale. 

5. Give the cost of such vessels and the market value thereof. 


TRANSPORT STATISTICS 


President Coolidge has appointed Brigadier General W. W. 
Harts, military attache in Paris, and P. C. Grening, European 
director for the Shipping Board, as experts to attend a meeting 
of the committee on transport statistics of the League of Ne 
tions in Paris. According to the Department of State, the com 
mittee constitutes a part of the communications and transit 
organization of the League and was set up for the purpose of 
studying the transport statistics of various countries with 
view to discovering means of achieving greater uniformity i 
statistical methods. It said the present session would be cor 
fined to a study of maritime and inland navigation statistics 
and that it was planned to consider railway statistics at a later 
session. 


WEST AFRICAN SHIPPING SERVICE 


The Shipping Board this week had under consideration 
the entry of the Transatlantic West African Line, a foreig 
line, into the west Africa trade in competition with the Ameri 
can West African Line, which was recently sold by the 
The board may take steps to aid the American line. 


SHIPPING LINE FOR SALE 

Invitations for bids for purchase of the Gulf-Brazil-Rive 
Plate Line, which operates between Gulf ports of the United 
States and ports of Brazil, Uruguay and Argentina, were a 
thorized by the Shipping Board January 29. Bids will be openel 
at noon on March 11. 

The proposal of sale calls for bids on 12 out of 13 vessels 
for operation over the route with a guarantee of 36 round v0 
ages per annum, 12 of which shall be monthly sailings from 
New Orleans and, whenever cargo offerings warrant, from T 
ports, with the privilege of calling at the Gulf ports within the 
range of Houston (Texas) to Pensacola (Florida) to B 
ports; not less than 12 monthly voyages from New Orleans 
other Gulf ports as described above, to River Plate ports; 
not less than 12 monthly sailings from New Orleans and M0 
with the privilege of calling at other ports as described in the 
above, to River Plate ports. 

A guarantee to operate the line for a 
will be required of the purchaser. 

Sale of the Oakhurst, a steel cargo vessel of 


period of five yea® 


9,400 dest 
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MUNSSN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 
New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Cite » St. Louis, Pitteburgh, Baltimore, 
a ave New ‘Orleans 


McCORMICK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 


NEWARK, N.J. 
STORAGE 


Located three blocks from the busiest 4 corners in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding Connection with 
The Central Railroad Co. of New Jersey 
For tates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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FREIGHT SERVICE 


1 02 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


J.D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 


Great Lakes Ps: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 
New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 20 Soing in Rates. 
Delivery Alongside Steamers at New York Without Trans-shipment. 
Nothing Less Than Ful —— Loads Accepted. 650 
tons constitute average barge | oad. Barges move in fleets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


MEMBERS 25 Broadway, New York City, N.Y. Telephone 
LY. Frodece Excnet palo Otice: Chamber of Commerce Bldg. inj em 0485 
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weight tons, to the Leathem Smith-Nacco Steamship Line, Inc., 
for the sum of $35,000 cash, with the understanding that altera- 
tions and betterments costing not less tham $450,000 would be 
performed on the ship, was approved by the board. The vessel 
is to be converted into a self-discharging collier, with engines 
located aft. The ship is to be operated between Norfolk and 
West Indies ports, or Norfolk and Canadian ports, and coast- 
wise. 


STEAMSHIP COMPANIES AND MAIL 


The Senate has passed H. R. 6864, without amendment, 
authorizing the Postmaster General to require steamship com- 
panies to carry the mail when tendered. The act follows: 


Be it enacted, etc., That section 203 of an act entitled ‘‘An act to 
modify, revise, and amend the penal laws of the United States,” ap- 
proved March 4, 1909 (35 Stat. L. 1127, U. S. C., title 18, sec. 326), is 
amended by adding to the end thereof the following new paragraph: 

“Except as otherwise provided by treaty or convention, the Post- 
master General may require the transportation by any steamships of 
mail between the United States and any foreign port at the compen- 
sation fixed under authority of law. Upon refusal by the master or 
the commander of such steamship or vessel to accept the mail, when 
tendered by the Postmaster General or his representative, the col- 
lector or other officer of the port empowered to grant clearance, on 
notice of the refusal aforesaid, shall withhold clearance until the 
collector or other officer of the port is informed by the Postmaster 
General or his representative that the master or commander of the 
steamship or vessel has accepted the mail or that conveyance by his 
steamship or vessel is no longer required by the Postmaster General.” 


OCEAN AGREEMENTS APPROVED 


The following agreements filed in compliance with section 
15 of the shipping act were approved by the Shipping Board 
January 29: 


The New York & Porto Rico S. S. Co. with Furness, Withy & Co., 
Ltd.: Arrangement providing for through movement of shipments 
between Dundee and Porto Rico and apportioning the through rates, 
which are based on the direct line rates, on the basis of 3/7ths to the 
trans-Atlantic carrier and 4/7ths to the Porto Rico Line, the latter 
to absorb cost of transfer at New York. 

The New York & Porto Rico S. S. Co. with Red Star Line: Pro- 
vides for through movement of shipments between Antwerp and Porto 
Rico on the basis of direct line rates, the trans-Atlantic carrier to 
receive 3/7ths and the Porto Rico Line 4/7ths of the through rate, 
the latter to absorb the cost of transfer at New York out of its pro- 


portion. 
Bull Insular Line, Inc. with American Diamond Lines: Through 


billing arrangement covering shipments from Antwerp to San Juan 
and other Porto Rican ports on the basis of the direct line rates, the 
through rate to be apportioned 3/7ths to Black Diamond and 4/7ths 
4 _ Insular, the later to absorb cost of transshipment at New 
york. 

Bull Insular Line, Inc., with Ellerman’s Wilson Line, New bet 
Inc.: Agreement covering the movement of shipments of genera 
cargo on through bills of lading from Hull to San Juan and other 
Porto Rican ports with transshipment at New York. The through 
rates, which are to be based on the direct line rates, are to be appor- 
tioned on the basis of 3/7ths to the trans-Atlantic carrier and 4/7ths 
to Bull Insular Line, the latter to absorb cost of transshipment. 


INCREASED ORIENTAL SERVICE 


In order to keep pace with increasing cargo offerings to 
and from the Orient, the American-Hawaiian Steamship Com- 
pany will materially increase the frequency of its Oriental 
service, effective with February sailings, according to an an- 
nouncement by District Manager J. R. Fitzgerald at San 
Francisco: This applies to both the north and south China lines 
of the company, he says. North China steamers will sail from 
San Francisco and Los Angeles every 25 days instead of 30, as 
heretofore. They will be scheduled for Shanghai, Dairen, Taku 
Bar and Tsingtao, in the order named, and will also serve the 
outports in this range. South China steamers will leave San 
Francisco and Los Angeles every 21 days instead of 30 days, as 
formerly. They will be scheduled for Yokohama, Kobe, Shang- 
hai, Hongkong, Saigon, Manila and Cebu and/or Iloilo, covering 
also outports in this range as cargo offers. In order to main- 
tain the 21-day frequency of sailings, an additional steamer will 
be put on the south China run, and the six steamers will operate 
on a 126-day turn-around. j 


GUARANTY AND WATER LINES 


On behalf of the House committee on interstate and foreign 
commerce, Representative Burtness has reported without amend- 
ment S. 3723, an act to amend and reenact subdivision (a) of 
section 209 of the transportation act, to enable water lines 
such as the Merchants & Miners Transportation company to 
press claims for guaranty payments in the six months after 
the end of federal control. The bill was passed by the Senate 
April 20, 1928. 


N. Y. MERCHANTS OPPOSE COTTON BILL 


On the ground that it is discriminatory against the Port of 
New York and might, if enacted into law, operate to prevent 
the handling of cotton at this port, the Merchants’ Association 
is endeavoring to obtain the defeat or the amendment in the 
Senate, of the Vinson bill, to regulate the trading in cotton 
futures. 

The measure was passed by the House last week. The 
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position of the Merchants’ Association was made know, in 
letter to Senators Royal S. Copeland and Robert F. wa : 
The two senators were asked to oppose the passage of the bill 
by the Senate in its present form and to seek an amendme 
striking out the discriminatory paragraphs. nt 


SENATE GRAIN HEARING 


The Senate interstate commerce committee Planned 
hearing February 1 on S. J. resolution 67, directing the Com, 
mission to adjust grain rates on a basis that will permit 
to move for export as freely as grain produced in Canada, The 
resolution was introduced early in the last session by Senator 
Capper. 





WARRIOR RIVER TOWBOAT 


The Diesel-electric towboat which has been under Construe. 
tion for the Tennessee Coal, Iron and Railroad Company je 
January 22 for the Warrior River, where she will be put 
service. The boat was built by the American Bridge Company 
at Clarion, Pa., and was outfitted by the Carnegie Stee] Com. 
pany of Pittsburgh. From Clarion her route is down the yp 
nongahela River to Pittsburgh, then down the Ohio River to 
the Mississippi, then down to the Gulf and up the Warrior River 
to the port of Birmingham, where her owners are located, Ty 
Tennessee Coal, Iron and Railroad Company has several stegy, 
boats of the stern paddlewheel type in operation. 


TRAFFIC COLLEGE COMMENCEMENT 


The College of Advanced Traffic will hold its annual gragy. 
ation exercises at the Traffic Club of Chicago, Palmer House 
Saturday evening, February 9. Dinner will precede the eye. 
cises, which will be followed by high-class entertainment, 4 
number of prominent traffic officials will be present and Pp. 
fessor Lewis Sorrell, dean of transportation of the University 
of Chicago, will be the speaker of the evening. Fifty-one graj. 
uates of the class of 1929 will receive the degree of master of 
traffic and transportation law. 


TELEPHONE COMPANY EARNINGS 


Operating income of large telephone companies for the 
eleven months ended with November totaled $233,993,084, a 
increase of 9.4 per cent, as compared with the income for the 
same period of 1927, and for November, $21,886,624, an increase 
of 9 per cent, as compared with the returns for November, 192), 
according to compilations made by the bureau of statistics of 
the Commission from reports of companies having annual oper 
ating revenues in excess of $250,000. At the end of November 
the number of company stations was 15,658,268, an increase of 
5.6 per cent, as compared with the number at the end of Novem 
ber, 1927. 


Digest of New Complaints 


No. 21598, Sub. No. 1. Board of Railroad Commissioners of South Da 
kota, Pierre, S. D., vs. C. & N. W. et al. 

Rates and charges in violation of Sections 1 and 3 of the act,@ 
coal from points in Wyoming to points in South Dakota. 
rates for future. 

No. 21616. Sub. No. 2. S. J. Peabody Lumber Co., Columbia City, 
Ind., vs. Pennsylvania et al. 

Rates in violation of sections 1, 3 and 4 of the act, on lumber, 
from Columbia City, Ind., and Bourbon, Ind., to Grand Haven, 
Mich. Asks rates for future and reparation. 

No. 21822. Rice Growers’ Association of California, Sacramento, Cal, 
vs. Southern Pacific. f . 

Unreasonable rates on paddy rice from points in California to 
San Francisco, Oakland and Alameda, Cal., destined beyond by 
water to points in foreign countries. Asks rates for future 
reparation. . 

No. 2182s. Liberty Cooperage & Lumber Co., Ft. Wayne, Ind., vs. ¥ 

. C. et al. 

Rates in violation of Sections 1 and 3 of the act, on old, empty, 
used, second-hand barrels from Glens Creek, Louisville and Owens 
boro, Ky., to Rochester, Syracuse and Webster, N. Y. Asks rates 
for future and reparation. 

No. 21824. Ford Oil Co. et al., Springer, N. M. vs. Santa Fe et al. 

Unreasonable rates on petroleum products, from points in Kan- 
sas, Oklahoma and Texas, referred to as the Midcontinent 
to points in New Mexico. Asks rates for future and reparation. 

No. 21825. The Joseph Schoenthal Co., Columbus, O., vs. Pennsyl 

Charges in violation of Sections 1 and 4 of the act, on scrap irm 
from Erie, Pa., to Lowellville, O. Asks reparation. 

No. 21826. The American Agricultural Chemical Co. et al. NeW 
Tew, ata EO LC. SB EZ. ot i 

Unreasonable rates and charges on fertilizer and fertilizer ma 
terials, from and to points in C. F. A. territory. Ask repara 

No. 21827. Dodge County Lumber Co., Eastman, Ga., vs. Sou 

Charges in violation of sections 1 and 6 of the act, on cross 
from points in South Carolina to points in eastern states, 
eluding New York, Pennsylvania, Massachusetts and New Jersey, 
shipments going to Charleston, S. C., and beyond by water. 
reparation. . 

No. 21828. The Case Mfg. Co., Unionville, Conn., vs. New Havers 

Rates in violation of sections 1 and*4 of the act, on earth oon 
from New York harbor lighterage points to Unionville, © 
Asks rates for future and reparation. 
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Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 





General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 


Between 


New York New Orleans 









Boston and San Francisco 


and 


INDIANAPOLIS 


Service That Satisfies 


Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 140 S. Dearbern St., 

Boston, Mass. Chicago, Il. 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 





United States 
Mail! 





Fastest Service by Sea 
Passenger and Freight 
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No. 21829. Central Commercial Co. et al., Kingman, Ariz., vs. Santa Fe. 
Unreasonable rates and charges on fresh fruits and fresh vege- 
tables, citrus fruits, deciduous fruits, tropical fruits, melons and 
vegetables, cantaloupes, casaba melons, honey dew melons, Persian 
melons, potatoes and sweet potatoes, from Los Angeles, Calif. 
to Kingman, Flagstaff, Winslow, Williams, Chloride and Grand 
Canyon, Ariz. Ask rates for future and reparation. 
No. 21830. South Bend (Ind.) Chamber of Commerce vs. New Jersey, 
Indiana & Illinois et al. 

Rates in violation of sections 1, 3 and 13 of the act, on paper 
boxes, k. d. flat, from South Bend, Ind., to Chicago, Ill. Asks 
rates for future. 

No. 21831. Wm. P. McDonald Construction Co., Flushing, N. Y., vs. 
Birmingham Southern et al. 

Rates and charges in violation of first three sections of the act, 
on coal tar, from Ensley and Woodward, Ala., to points in Florida. 
Asks rates for future and reparation. 

No. 21832. J. J. Lane, Roswell, N. M., vs. Santa Fe et al. 

Rates and charges in violation of section 1 of the act, on live 
stock or range or feeder cattle, from Fort Thomas, Ariz., to Elk- 
ins, N. M. Asks rates for future and reparation. 

No. 21833. Ashland Fruit Co., Ashland, Ky., vs. C. & O. et al. 

Rates in violation of sections 1 and 4 of the act, on sweet po- 
tatoes, from Springville, Tenn., to Ashland, Ky. Asks rates for 
future and reparation. 

No. 21834. Boardman Co., Oklahoma City, Okla., vs. A. B. & C. et al. 

Unreasonable charges on contractors’ outfit, between Lineville, 
, and Oklahoma City, Okla. Asks rates for future and rep- 
aration. 

No. 21835. Rex Drilling Co., Shreveport, La., vs. Missouri Pacific et al. 

Rates in violation of first three sections of the act, on oil well 
supplies consisting of pipe and well boring machinery from Sicard, 
La., to Sunny South, Ala., because higher than rates in effect 
on westbound shipments. Asks reparation. 

No. 21836. The Scoular-Bishop Co., Superior, Neb., vs. C. B. & Q. 

Rate in violation of sections 1 and 3 of the act, on corn, from 
Ruby, Neb., to Almena, Kan. Asks reparation. 

No. 21837. F. Strauss & Son, Inc., Monroe, La., vs. Denver & Salt 
Lake et al. 

Unreasonable rates on lettuce, from Granby and Yampa, Colo., 
to Monroe, La. Asks rates for future and reparation. 

No. 21838. West Kentucky Coal Bureau, Louisville, Ky., vs. Illinois 
Central et al. 

Attacks rates on bituminous coal, from the west Kentucky 
coal field to destinations in Illinois, Michigan, Wisconsin, Minne- 
sota, the Dakotas, Nebraska and Iowa, by way of Chicago, Peoria 
and other gateways north of St. Louis and E. St. Louis, and 
to Chicago and other points in Illinois, as in violation of sections 
1 and 3 of the act, and contrary to provisions of Hoch-Smith 
resolution; alleges Illinois, Indiana and eastern lake cargo coals 
are preferred. Asks rates for future. 


No. 21839. Jersey Cereal Co., Cereal, Pa., vs. Ann Arbor et al. 

Rates and charges in violation of sections 1, 3 and 6 of the act, 
on corn flake in packages from Cereal, Pa., to various points in 
United States and Canada. Asks cease and desist order, that de- 
fendants be required to remove any ambiguity from their tariffs 
and publish and protect rates commensurate with the service 
performed, reparation, and that proposal of Trunk Line Associa- 
tion to cancel the actual weight clause from grain products tar- 
iffs be suspended and that no action be permitted on this sub- 
ject until after this complaint and petition has been disposed of. 

FP gee —— Chemical Corporation, Kokomo, Ind., vs. Santa 
7“e et al. 

Rates in violation of sections 1 and 3 of the act, on sulphate 
of alumina, from Kokomo, Ind., to points in Michigan and Minne- 
sota, as compared with rates from Joliet and Chicago, Ill. Asks 
rates for future and reparation. 

- 21841. Charleston (S. C.) Traffic Bureau vs. A. C. L. et al. 

Rules, regulations and practices in violation of sections 1 and 3 
of the act, because of discontinuance of operation of southbound 
train 85 and northbound train 86 between Charleston, S. C., and 
points in Massachusetts, Rhode Island, Connecticut, New York, 
New Jersey, Pennsylvania, Delaware, Maryland, Virginia, the 
Carolinas, Georgia and Florida, and the District of Columbia, for 
transportation of persons and property. Asks cease and desist 
order and rules, regulations and practices for future. 

- 21842. The State of Connecticut, Hartford, Conn., vs. Pennsyl- 
vania et al. 

Unreasonable rates on petroleum and petroleum products, from 
points in Pennsylvania and New Jersey to points on New Haven 
in Connecticut. Asks rates for future. 


- 21843. Louisiana Southern Lumber Co., New Orleans, La., vs. Gulf 
& Ship Island et al. ‘ 

Rates in violation of sections 1 and 6 of the act, on lumber, 
from D’Lo, Miss., to Kingston, N. Y. Asks reparation. 

No. 21844. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., 
vs. B. & O. et al. 

Unreasonable rates om oll-well outfits and supplies and rig irons, 
from Parkersburg, W. Va., to all Kansas destinations. Asks rates 
for future and reparation. 

No. : aw — Des Cognets & Co., Lexington, Ky., vs. C. N. O. & 

- P. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on sand 
and gravel, from Cleves, O., to Blanchet, Sadieville and Delaplain, 
Ky. Asks rates for future and reparation. 

No. 21846. Day & Night Water Heater Co., Monrovia, Calif., vs. 
Southern Pacific et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on thermostatic valves, from Youngwood, Pa., to Monrovia, Calif. 
Asks rates for future and reparation. 

No. 21847. Hill Lumber Co. et al., Boston, Mass., vs. D. & H. et al. 

Unreasonable rates on Jumber, from Thurman and other New 
York points to Mount Whittier, and other New Hampshire points; 
Haverhill and other Massachusetts points, and to points in Ver- 
mont. Asks rates for future and reparation. 

No. 21848. Champlin Refining Co., Enid, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on refined petroleum products, 
from Enid, Okla., to points in Texas. Asks rates for future and 
reparation. 

No. 21849. The Turner & Seymour Mfg. Co., Torrington, Conn. vs. 
New Haven et al. 

Rates in violation of first two sections of the act, on molding 
sand from Saratoga Springs, Cedar Bluff and other New York 
points to Torrington, Conn. Asks rates for future and reparation. 

No. 21850. August Sinner, Culbertson, Neb., et al. vs. Santa Fe et al. 

Rates in violation of sections 1, 3 and 15 of the act, on gasoline 
and other petroleum products from points in Kansas, Oklahoma 
and Missouri to points in Nebraska and Colorado. Ask rates for 
future and reparation. 

No. 21851. McCord Radiator & Manufacturnig Co., Detroit, Mich., vs. 
Aberdeen & Rockfish et al. ° 


Vol. XLII, No j 


Rates in violation of sections 1 and 3 of the act, on Copper 
asbestos combined gaskets in all classification territories: 
copper gaskets and on asbestos gaskets in southern and way.” 
territories and in official territory on and after November 30, 19 
and on paper gaskets in all classification territories on and’ ane 
November 30, 1928. Asks reasonable and non-prejudicia] rates et 
greater than third class L. C. L. and fifth class in carloads pt 
mum 30,000 pounds, and reparation. » Mini. 
21852. Alan Wood Iron & Steel Co., Philadelphia, Pa., yg. Read 
ing Co. et al. : 

Rates and charges in violation of first three sections of the ag 
on iron ore, from piers of respondents at Philadelphia, Pa, t, 
Swedeland, Pa. Asks rates for future and reparation. » to 


. 21853. Mobile (Ala.) Importing & Trading Co., vs. L. & N. 


Unreasonable rate or charge on blackstrap molasses, from 
bile, Ala., to Lancaster, Ky. Asks rate for future and reparation 
21854. Douglas Coal Co. et al., Pleasanton, Kan., vs. C, RB. &Q 
et al. } 

Unreasonable rates for interstate transportation of Crushed 
mine-run coal and/or slack coal, from Kansas points to St, Joseph 
and Kansas City, Mo. Ask rates for future. 

21855. Superior Traffic Association et al., Superior, Neb, 
Santa Fe et al. 

Rates and charges in violation of sections 1_ and 3 of the ac 
on salt, from Anthony, Hutchinson, Little River, Lyons and 
Sterling, Kan., to Superior, Neb. Asks rates for future and repara- 
tion. 


. 21856. Platt & Brahm Coal Co., Chicago, Ill., vs. C. & N. w, et al 


Unreasonable rates on coal, from Carbon, W. Va., to Joliet, Ii, 
reconsigned to Alton, IIL, and diverted to Sunderland, Ia, ‘Asks 
relief from alleged unlawful charges. — 

21857. Edward Eiler Lumber Co., Pittsburgh, Pa., vs. A, CL 
et al. ; 

Charges in violation of sections 1, 3 and 6 of the act, on jym. 
ber, from New Brocton, Ala., to Mauds, O., and reconsigned ty 
Olean, N. Y. Asks reparation. 


. 21858. Premier Red Ash Coal Corporation, Bluefield, W. Va, yg, 


N. & W. et al. ' . 

Alleges violation of sections 1 and 6 of the act, because of mis- 
routing of coal, from mines at or near Red Ash, Va., to points 
in New York, Massachusetts and Connecticut. Asks reparation, 


. 21859. Martha Mills, Thomaston, Ga., vs. Central of Georgia, 


Unreasonable rate on roofing and roofing material, from New 
Orleans, La., to Thomaston} Ga. Asks reparation. 


. 21860. Loose-Wiles Biscuit Co., Kansas City, Mo., vs. Missouri 


Pacific et al. 

Rates in violation of sections 1, 3 and 4 of the act, on shelled 
peanuts, from points in Virginia and North Carolina to Kansas 
City, Mo. Asks rates for future. 


. 21861. The Builders’ Association of Kansas City, Mo., Ince., vs 


Cc. B. & Q. et al. f 
Rate as latices of first three sections of the act, on common 
brick, from Chanute, Kan., to Parkville, Mo. Asks rates for fu- 


ture and reparation. 


. 21862. Iroquois Pulp & Paper Co., Saratoga Springs, N. Y., vs. 


. & H. et al. ‘ ; 
at a violation of sections 1 and 3 of the act, on bituminous 


coal, from points in Pennsylvania and West Virginia to Thonm- 
son, N. Y. Asks rates for future. 


. 21863. Big Stone Canning Co., Ortonville, Minn., vs. C. M. & St. 


P. et al. .; P 

Unreasonable rate on tin cans, from Chicago and points taking 
Chicago rates to Big Stone City, S. D., and Big Stone City, Minn. 
Asks rates for future and reparation. 


. 21864. The Battle Creek Food Co., Battle Creek, Mich., vs. C. 


Cc. Cc. & St. L. et al. 
Unreasonable.rate and charges on shelled peanuts from Albany, 


Ga., to Battle Greek, Mich. Asks rates for future and reparation. 


. 21865. South Dakota Penitentiary, Sioux Falls, S. D., vs. C. &N. 


W. et al. a 
Unreasonable and discriminatory charges on binder twine, from 


Sioux Falls, S. D., to points in North Dakota. Asks rates for 
future and reparation. 


. 21866. Amicon Fruit Co., Columbus, O., vs. A. C. L. et al. 


Rates in violation of sections 1 and 4 of the act, on green beans, 
from Kingstree, S. C., to Bluefield, W. Va. Asks rates for future 
and reparation. 


. 21564. Sub. No. 1. Washburn & Condon et al., Los Angeles, 
* Calif., vs. G. H. & S. A. et al. 


i i i t, on 
Rates in violation of sections 1, 2, 3 and 15 (3) of the act, 
cattle and calves from points in Texas, New Mexico and —a 
to Los Angeles, Calif. Asks rates for future and reparation 


828. Sub. No. 1. The Welch Chemical Co., Columbus, 0., ¥& 


A. ©. & TF. ot ai. es meen 

Jnreasonable rates and charges on fertilizer and fertilize 
Ay between points in C. F. A. territory. Ask . ere 
21867.. Blue Ridge Talc Co., Henry, Va., vs. N. & W. eta in 

Rates in violation of sections 1 and 3 of the act, a or reat 
refuse soapstone or talc, from Henry, Va., to points ». n 
Virginia, New York, Maine and other states; other Poe Ake 
Virginia and North ee alleged to be preferred. 

s for future and reparation. 

31868. J. W. Remark Coal Co., Akron, O., vs. Pennsylvania. | 

Rates and charges in violation of sections 1 and 6 «. 4 o 
on coal, from West Virginia and Kentucky points to 2 ron, U. 
Asks proper application of demurrage rules and reparat — 
21870. Akin Brothers Canning Co. et al., Seneca, Mo., VS. 

al. 

tematine rates on tin cans, from Dixon and other Dies 
points and Oconomowoc, Wis., and other points to Ft. Sok om 
other Kansas points, Neosho and other Missouri points, he " 
Okla., and other points. Asks rates for future and reparati 2 
21871. Colgate-Palmolive-Peet Co., Chicago, IIl., vs. P. & ' 
et al. : ‘ 
_ rn charges — iepretene jelly ein. from Mc 
Kees Rocks, Pa., to Norfolk, Va. sks reparation. 
21872. The Kelley Island Lime & Transport Co., Cleveland, 0., 
vs. C. E. I. et al. ‘ ; 

Rates‘in violation of sections 1 and 3 of the act, on agricultural 
and fluxing lime having no commercial value for building vs 
chemical purposes from Huntington, Ind., to points in Illinois, 
Indiana and Michigan. Asks reparation. 


. 21873. Bluefield Produce & Provision Co., Bluefield, W. Va., V8 


L. & N. et al. 
Rates in violation of sections 1 and 4 of the act, on tomatoes, 


from Gadsden, Gibson and Humboldt, Tenn., to Bluefield, W: Va. 
Asks rates for future and reparation. 


. 21874. Heywood-Wakefield Co., Wakefield, Mass., vs. Boston & 


Maine et al. in 
Unreasonable ratings and rates on mats and matting fibre, 
the three classifications. Asks ratings for future. 
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Do You Know nx « 


(1) Rent teams and trucks? (2) Distribute pool cars? 
to all parts of Chicago? 


JOS. STOCKTON TRANSFER CO. 







TERMINAL 


BUILDS BETTER BUSINESS 








ES— 
Member Ameri °s Associ 140 S. Dearbern 8t., Chicage, Il. 2 Pine Street, San Francisce, Cal. 
o- ee ee seed 10 Hanover Sq., New Yerk, N. Y. 6548 S. Spring St., Les Angeles, Cal. 


Established 1857 1020 South Canal Street, Chicago MERCANTILE WAREHOUSING AND DISTRIBUTING 
coer picasa Rigid OTA AAA LEAS LAAT SPE AAG ET EP AT et CARLIN eh 
E ROCK, ARK. 
ee! A Modern Wershoue — | || PANAMA MAILS. S, CO 
Fast Freight and Passenger Servi ° 
e ° ast Fre an assenger Service 
Office, Display and Storage Space Schstsind Bevtsighdly Galings vin Fonema Canal 
SEATED ie at of Ue Ras ing ica, |] oe HN PMN el LOS RGR HG NEW oR 
L this new five-story warehouse has not only a storage capac- F. San F F — 
ity of 1,900,000 cubic feet, but also light airy offices with ample S. S. VENEZUEL. reeons Gee 16 ~— 
room for display of samples, advertising material and so on. S..S. GUATEMALA Feb. Mar. 2 
: with every modern loading and unloading device and -. Le ds a a = meng = 
enjoying switching privileges from any line entering the city. Also regular sailings fer Mazatlan, Champerice, San Jese de 
Absolutely Fireproof. Attractive, Low Insurance Rates Sean del Sar, Balben end Cristobal (Pansms), Buenaventurs, Puerte, 
Pool Car Distribution. Household Storage Colombia, and Cartagena, Colombia. 
Trans-Shipment et Panama fer South America and European Ports 
° lad 
New Terminal Warehouse Company ae YF RY Fy ay 
LITTLE ROCK, ARKANSAS West Coast Mexican and Central American ports. 
’ —OFFIC | 
{ 





American Chain of Warehouses 





Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 


5. N. LONG WAREHOUSE 






Storers, Distributors cane 
Philadelphia, Pa., and Houston, Tex. 
SAILINGS: 
General Merchandise From Philadelphia . . Wednesdays and Saturdays 
From Houston....... Mondays and Thursdays 





Pool Car Distribution — Prompt and Intelligent Service 






Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bidg., PHILADELPHIA, PA. 












SAINT LOUIS, MISSOURI 








taco Scout r WILLIMANTIC @, __ _..© JEWETT CITY THRU RATES AND 
DIRECT WATER ROUTES 


SHELTON g'o OERBY NORWICH 

DEVON 6 co MILFORD yew HAVEN 
-SSTR R MYSTIC South Norwalk, Bridgeport, New 
<7” WESTERLY f TOM London and Norwich, Conn. 


BRIDGEPORT 
A t C.F.A., W. T. L., Inter-Mountain, 
TOaLL LONG ISLAND SOUND exums S045 SERNEE O South and Southwest 


Jit ---=-=STORE DOOR DELIVERY ©» CLYDE,OLD DOMINION, SAVANNAH, 
BY OUR OWN MOTOR TRUCKS 2){@J MALLORY and MORGAN S. S. LINES 


nalrmissam waurwome THAMES RIVER LINE, INC., Pier 32 E. R., New York City, ERNEST E, Fucns. 








SOUTH NORWALK 





CONTRACTORS FOR 


atonal THE MOTOR HAULAGE COMPANY, Inc. — 2tzr3.t.2%'5. 


Central R.R. of N. J 


*’ Pool Car Distributors NEW YORK CITY, N. Y. Eastern 8.8. Co. Lines 


Cre Satin Dari Ker ee os 
Ammered Trucks for Handling P. O. Box 780, BROOKLYN, N. Y. New York, New Haven re 


Over 150 Heavy Duty Trucks in Operation Co. Savannah 


Ocean S.5. 
Pennsylvania R.R. ‘ 
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No. 21875. H. H. Robertson Co., Pittsburgh, Pa., vs. A. G. S.-et al. 
, Rates in violation of sections 1 and 3 of the act, on metal roof- 
ing, from the Pittsburgh district to points in Oklahoma and 
pny EO compared with rates on asbestos roofing. Asks rates 
No. a G. Ww. Capps et al., Back Bay, Va., vs. Norfolk Southern 

Unreasonable rates on strawberries, from points in Maryland, 
Virginia and Delaware to, Scranton, Pa., Boston, Mass., and other 
points. Ask rates for future and reparation. 

No. 21877. Sheffield Elevator Co., Minneapolis, Minn.,.Ws. Pere Mar- 
quette et al. : 

Rates in violation of sections 1 and 3 of the act, on cull beans, 
from points in Michigan and Ohio to various ports of exportation 
in Maryland, Pennsylvania, New Jersey and New York for trans- 
shipment everseas. Asks reparation. 

No. 21877. Sub. No. 1. Same vs. Chicago, Kalamazoo & Saginaw et al. 

Same complaint and prayer. - 

No. 21877. Sub. No. 2. Same vs. Pere Marquette et al. 

Same complaint and prayer. 

No. 21877. Sub. No. 3. Same vs. Michigan Central et al. 

Same complaint and prayer. 

No. 21877. Sub. No. 4. Same vs. Michigan Central et al. 

Same complaint and prayer. 

No. 21664. Sub. No. 1. Associated Furniture Manufacturers et al., St. 
Louis, Mo., vs. Chicago & Alton et al. : 

Rates in violation of sections 1 and 4 of the act, on furniture, 
from Milwaukee, Wis., Chicago, Ill., and points‘ listed in St. L.- 
S. F. 1298-G, I. C. C. 8005, as taking same rates to Webster Groves, 
Mo. Ask rates for future and reparation. 

No. . a No. 2. Gay-Hamill Co., Inc., Biloxi, Miss., vs. 
>. I. et al. > 

Rates in violation of sections 1 and 3 of the act, on rosin, from 
points in Louisiana to Chicago, Kansas City and Milwaukee. Asks 
cease and desist order and reparation. 

No. F ae — Construction Co., Davenport; Ia.; vs. C. C. C. & 

t. E. ot al. 

Rate in violation of section 6 of the act, on one locomotive, from 
Muncie, Ind., to Chillicothe, O., and returned to Hopetown, O. 
Asks application of lawful rate in future and refund. 

No. ~— The Midwest Exploration Co., Denver, Colo.; vs. Santa Fe 
et al. 

Unreasonable rates and charges on common salt, from Hutchin- 
son, Kan., to Isom (Borger); Tex. Asks reparation. ‘ 


Cc. & 
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No. 21880. Southwest Cotton Co., Litchfield Park, Ar = 
* Kates in violation of Sie 
tes in violation of sections 1 and 3 of the act, o 
Litchfield Park, Ariz., to Wilmington, Calif., compresseq ye ft 
sit at Phoenix, Ariz. Asks rates for future and reparation, = 
No. 21881. Pocahontas Tanning Co., Wheeling, W. Va., vs, ¢ . 

Unreasonable rate on liquid tanning extract, from Lyn A 
and other Virginia points to Durbin, W. Va.; also alleges 1% 
tion of section 3. Asks rates for future and reparation Via. 

No. 21882. Shreveport (La.) Chamber of Commerce et al. ys, ¢ 
I. et al. "C&R 

Rates in violation of first three sections of the act, on Key 
ators, from Detroit, Mich., to Shreveport, La. Ask cease aa 
sist order and reparation. de. 

No, 21882. Sub. No. 1. Same vs. Same et al. 

Unreasonable rate on same commodity between same poj 

Same prayer. Mts, 
No. 21883. General Outdoor Advertising Co., Inc., New: York City, y. 
Y., vs. Charleston & Western Carolina et al. sy, 

Unreasonable third class rating and charges on billboards 
signboards without advertising, iron or steel, and wood com = 
from Newcastle, Ind., to Atlanta, Ga. Asks fifth class rating anj 
reparation. 

No. F ery ee Service Gas Co. et al., Bartlesville, Okla., vs, gan, 

e et al. 

Unreasonable rates on gas or internal combustion engines or 
parts, from various interstate origins in New York, Ohio, Ok, 
homa and Missouri to points in Kansas, Oklahoma and Texas 
Ask reparation. 

No. 21885. Milroy Milling Co., Inc., Milroy, Ind., vs. C. C. ¢, & St. 1 

Out of route or back haul charges in violation of sections | 
and 3 of the act, on grain into Milroy, Ind., milled in transi 
there and product shipped to Louisville, Ky., Cincinnati, 0,, anj 
Columbus, O. Asks rates, rules and transit charges for futuy 
and reparation. 

No. 21886. The Menasha Products Co., Menasha, Wis., vs. M. St, p 
& S. Ste. Marie et al. : 

Unreasonable rates and charges on printed waxed wra ping 

paper, from Newberry, Pa., to Menasha, Wis. Asks reparation, 
No. 21887. The Menasha Products Co., Menasha, Wis., vs. GC &X 
W. et al. 

Unreasonable rates and charges on waxed wrapping paper, from 
Louisville, Ky., to Menasha, Wis., and on printed waxed wrappi 
paper, from Menasha to Indianapolis, Ind., and Louisville, ky, 
Asks reparation. 


Docket of the Commission 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
latiens and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


February 4—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5454—Reorganization and control of A. B. & A. Ry. 
Finance No. 5470—Application for authority to acquire control of 

A. B. & C. R. R. by purchase of capital stock and to assume 
certain obligations. 


February 4—Tulsa, Okla.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4-A, rates on refined pe- 
troleum products. 
21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al 
21080 (Sub. 6)—Naylor Oil Co. vs. A. T. 8S. F. Ry. et al. 
16272—Lone Star Gas. Co. vs. A. T. & 8S. F. Ry. et al. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. Ry. et al. 
17459—Texhoma Oil & Refining Co. vs. C. R. IL @. Ry. et al. 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & S. F. Ry. et al. 
* 17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 
18336—Gibson Oil Co. vs. A. W. Ry. et al. 
bas 4 =~, Sub. 1)—Cities Service Oil Co. et al. vs. A. T. & S. F. 
y. et al. 
18576—Oriental Oil Co. vs. A. T. & S. F. Ry. et al. 
18578—Empire Refineries, Inc., vs. A. & L. M. Ry. et al. 
togst cone — Refineries, Inc., et al. vs. A. T. & 
. F. Ry. et al. 


19609—-Standard Oil Co. of La. vs. A. T. & S. F. Ry. et al. 

19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

20002—Louisiana Oil Refining Corp. vs. A. & N. R. R. R. et al. 

20245—Transcontinental Oil Co. vs. C. R. I. 4 

20510—Lone Star Gas Co. vs. M.-K.-T. R. R. L 

20835—Gulf Refining Co. et al. vs. A. & S. Ry. et al. 

21080 (and Subs. 1 to 4, incl.)—Anderson Oil Co. et al. vs. A. & S. 
Ry. et al. 

21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. et al. 

18458—Rates on petroleum and troleum products within the ter- 
ritory on and east of the Mississippi River, and south of the 
Ohio River and east of the Indiana- ois State Line, and from 

ints without to ints within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et.al. 

18006—Kansas City Refining Co. vs. A. & 8. Ry. et al. 

18007—Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al. 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

18253—Texas Co. vs. A. & R. R. R. et al. 

18663—Empire Refineries, Inc., vs. A. T. & 8. F. Ry. et al. 

18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 

i. & $. 2936—Petroleum from Chicago, Ill., and St. Louis, Mo., groups 
to Miss. Valley . 

1. & S. 312—Petroleum and petroleum products from the southwest 
to the southeast (further hearing). 

21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

21690—Marland Refining Co. vs. A. T. & S. F. Ry. et al. 

21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 

21784—White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 


February 5—Washington, D. C.—Examiner Hosmer: 
16321—State Corporation Commission of State of Virginia vs. A. é 
R. R. R. et al. (further hearing). 
February 6—Chicago, Ill.—Examiner Disque: 
20640 (and Sub. Nos. 1 to 3, incl.)—E. & A. Apler, Inc. vs. Penna. 
R. R., et al. ° 
February 6—Washington, D. C.—Commissioner Porter and Examiner 
Ames: 
21723—In the matter of container service. 
1. & S. 3198 and 1st and 2nd supplemental orders—Merchandise, in 
steel shipping containers, loaded on container cars, between St 
Louis, Mo., and Western and Southwestern points. 


February 7—Argument at Washington, D. C.: 
* Valuation No. 930—In re tentative valuation of the properties of 
Atlantic Coast Line R. R. et al. 
February 7—Washington, D. C.—Examiner Curtis: 
21026—Carbon Limestone Co. vs. Penna. R. R. et al. (further hear- 
ing). 


February 7—Atlanta, Ga.—Examiners Money and Esch: 

17000—Part 8, Cottonseed, Its Products and Related Articles. 

1. & S. 2759—Cottonseed and related vegetable products from &. W. 
Territory to Central, Eastern and Southern Territories. : 

ij & 2820—Vegetable oils and related articles in Official Classi- 
fication Territory : 

1. & S. 2884—Vegetable oils and oil foots from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 

1. & S. 2926—Vegetable oils in Official Classification Territory. 

1. & S. 2995—Vegetable oils and related articles in Official Classifica 
tion Territory. 

1. & S. 336—Cottonseed hull fibre or shavings from Southwestem 
points to Miss. and Ohio River Gateways and W. T. L. Territory. 

1. & S$. 3067—Cottonseed and other vegetable oils from the southwest 
to interstate points. 

1. & S. 3098—Cottonseed and vegetable oils from Texas common 
points to Baltimore, Md., and Boston, Mass. 

1. & §. 3121—Cotton linters from southwest to interstate pts. 

14594—American Linseed Co. vs. B. R. & P. Ry. et al. 

14683—Spencer nome | & Sons vs. B. R. & P. Ry. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. RB. etal 

16800 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 4 
& S. Ry. et al. 

16528—Southland Cotton Oil Co. vs. A. & S. Ry. et al. 

16587—Lever Bros. Co. vs. D. L. & W. R. R. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & 0. RB R 


et al. R 
17270 (and Sub. 1)—American Linseed Co. vs. N. Y. 8S. & W.R 


et al. 
17339—C. F. Simmonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. BF 


et al. 
18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. R. R 


et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. eta 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
te0ee— Arkansas Cottonseed Crushers’ Assn. vs. C. R. I. & P. BY 
et al. 
19088—Blanton Co. vs. A. & V. Ry. et al. 
19141—Refuge Cotton Oil Co. vs. A. & V. Ry. et al. 
19162—-Southern Cotton Oil Co. vs. I. Ci R. R. et al. 
19165—Procter & Gamble Mfg. Co, vs. A. & B. B. R. R. et al. 
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gicuasn A. ZWEMER James W. Caszy 


ZWEMER AND CASEY 
Practice Before All Commissions and in All Ceurts 
Rates—Services—Classifications—Claims 


Suite 1335—11 South La Salle St. 
Telephones Randolph 4202-03 Chicago, Illinois 


lll nnn Rac 
H D. DRISCOLL 
ATTORNEY AT LAW 


f.J. WRIGHT and H. R. CONLEY, Rate Specialists 


602-8 Petreoleam Bidg. 
OKLAHOMA CITY, OKLA. 


Washington Office, 714 Transportation Bldg. 
cre ee eel 
C. R. HILLYER, 


Ilineis Merchants Bank Building, Chicago, Illinois 
F. C. HILLYER, 

New Chamber of Commerce Bldg., Jacksonville, Fla. 
COMMERCE COUNSEL 

Fermerly Attorney-Examiners of the Interstate 
Commerce Commission 





Frank .A. Leffingwell Dick Dixon 


LEFFINGWELL & DIXON 
ATTORNEYS AT LAW 


SPECIALIZING IN RATE, CLASSIFICATION 
AND VALUATION CASES 


Nineteenth Floor, Santa Fe Bldg., Dallas, Texas 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 





AND 


CHARLES E. BELL 
TRAFFIC ANALYST 


Freight Rate Analyses 
and 
Preparation of Rate Complaints 


Transpertation Bldg., Washingten, D. C. 











Cold Storage t=: 


319 Fourteenth Street 
Oakland, Calif. 


BALTIMORE, 
STORAGE WAREHOUSE 


General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., sronrbore Vernon £300, 


RICHMOND, VA. 


of General Merchandise 
175,000 Square Feet Floor Space 
@ Southern R. R. Siding. 

Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEYS AT LAW PRACTICING 
BEFORE THE INTERSTATE COMMERCE COMMISSION 
ee ar eee es Ege rgeeegreesery 


CARLE WHITEHEAD ALBERT L. VOGL 


WHITEHEAD & VOGL 


a at — 
Years’ Practi 
THE INTERST TE COMME ROE Gt GOMMISSION 
and STATE UTILITY COMMISSION 
Practice in All Courts 


803-806 Patterson Building, Denver, Colorado | 810 Eighteenth St., WASHINGTON, D. C. 
THOMAS M. WOODWARD |HARLEIGH H. HARTMAN 


ATTORNEY AT LAW 


Formerly Attorney for the Director General 
of Railroads and Attorney and Examiner 
for the Interstate Commerce Commission. 


Transportation Building, WASHINGTON, D. C. 


Moultrie Hitt Ben B. Cain, Jr. 
Clarence A. Miller G. Kibby Munson 


HITT, MILLER, CAIN & MUNSON 


Attorneys at Law 


Interstate Commerce and Federal 
Tax Matters a 
Union Trust Building WASHINGTON, D. C. 


JI. K. MOORE 


Attorney at Law 


d 
Rate Specialist 
Specializing in Commerce Practice 


Cotton Exchange Building 
OKLAHOMA C 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 


Liberty Central Trast Ce. Bidg., ST. LOUIS, MO. 
pecial attention te a. Ly Inter- 
and Federal T 


sole Gunmi> 
rice fixing and valuatien. 
PRACTICE IN ALL COURTS 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
COMMERCE EXPERTS AND 


BISHOP & BAHLER 


All 
Interstate Commerce and State Commission Cases 
E. W. HOLLINGSWORTH 


erce Attorney 
1006 Fifth Street, Sacramento, Calif. 
369 Pine Street 
San Francisco, Calif. 







MD. 










25c Ins. Rate 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Routing 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 








JOS. C COLQUITT 


ATTORNEY AT LAW 
Freight Classification Matters 
Interstate Commerce and 
Departmental Practice 










ATTORNEY AT LAW 


Formerly Rate and Finance Examiner 
and Valuation Attorney for 


Interstate Commerce Commission 
610-614 Mills Building WASHINGTON, D. C. 


HENRY C. KEENE 
ATTORNEY AT LAW 


Fifteen Years With Interstate Commerce Com- 
mission as Accountant, Atterney and Examiner 


Interstate Commerce Litigation a Specialty 
Transportation Bldg.. WASHINGTON, D. C. 


MANGHUM, MANGHUM & SHANDS 
COMMERCE ATTORNEYS 


Transportation Building, Washington, D. C. 
State-Planters Building, Richmond, Va. 


Mason Manghum, formerly with Interstate Com- 
merce Commission and Virginia Commission. 

H. E. Manghum, formerly Commerce Counsel, 
United States Shipping Board. 


JOHN ANDREW RONAN 
LAWYER AND COMMERCE ATTORNEY 
11 Seuth La Salle Street, Chicago, Ilineis 
Twenty Years’ Practical Experience in 
Transpo Traffic Matters 
























rtation and 
Telephene Randelph 0844 



















SPECIALISTS 


T. D. GEOGHEGAN 
COMMERCE SPECIALIST 
Matters Before State and Federal Com- 
missions and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D. C. 



































All in One Book! 
Send for Sample Sheets 


15 E. 26th St., New York 
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19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 
a agua Cottonseed Products Corp. et al. vs. A. & V. Ry. 


et al. 
19194—Procter & Gamble Co. vs. A. & S. Ry. et al. 

19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 

a +" eee Cottonseed Products Corp. vs. A. & N. W. R. R. 


et al. . 
19325—Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. S. P. Co. et al. 
19642—Elberton Oil Mills vs. V. & C, S. R. R. et al. 
20068—Graco Milling Co. vs. A. & S. Ry. et al. 
ey _ Sub. 1)—Wilson & Co., Inc., of Okla. vs. B. & O. R. R. 
et al. 
21105—Armour & Co. vs. Erie R. R. et al. 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 
20142—Portsmouth Oil Refining Co. vs. A. & R. R. R. et al. 
20161—Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596 (and Sub. No. 1)—Armour & Co. et al. vs. A. & S. Ry. et al. 
20972—-Pittsburgh Plate Glass Co., Linseed Oil Div., vs. A. T. & S. 
F. Ry. et al. 
21010—Swift & Co. vs A. & S. Ry. et al. 
21132—Palm Olive Co. vs. C. M. St. P 
21138—Armour & Co. vs. A. & S. Ry. et al. 
21151—Rome Oil Mills vs. C. of Ga. Ry. et al. 
21266—Peaslee Gaulbert Co. vs. A. T. & S. F. 
21336—Bisbee Linseed Co. vs. A. T. & S. F. 5 aq 
21399—Kuhn Paint & Varnish Works vs. La. & Ark. Ry. et al. 
21508—Swift & Co. vs. A. & S. Ry. et al. (further hearing). 


Paeuery Toe Lake City, Utah—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10, Hay. 
16502—Board of Railroad Commissioners of the state of S. D. vs. 
Cc. & N. W. Ry. et al. 
19222—Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from S. D. 

February 7—Chicago, Ill.—Examiner Disque: 

* |. & S. 3230—Coal, ground or pulverized, coke breeze, coke dust and 
foundry facings between points in [linois and Western Trunk 
Line territories. 

February 8—Argument at Washington, D. C.: 

18112—Atlas Portland Cement Co. vs. C. R. R. of N. J. et al. 

20279—Hercules Cement Corp. et al. vs. L. V. R. R. et al. 

18744—Glens Falls Portland Cement Co. vs. B. & A. R. R. et al. 

ws > 2013—Cement from Eastern Trunk Line points to New Eng- 

and, 

15516—The Atlas Portland Cement Co. vs. B. & Ar. R. R. et al. 
February 11—Stuttgart, Ark.—Examiner Hill: 

19942—New Orleans Joint Traffic Bureau et al. vs. A. & L. M. Ry., 


et al. 
a Charles Rice Milling Co. of La., Inc., vs. A. T. & S. F. 
y., et al. 
February 11—Washington, D. C.—Examiner Griffin: 
17792—Hope Fertilizer Co. vs. B. & O. R. R. et al. 
February 11—Washington, D. C.—Examiner Sullivan: 
* Finance No. 6858—Application of G. C. & S. F. Ry. 
to lease extension of line of Cane Belt R. R. 


February 11—Kansas City, Mo.—Examiners Fuller and Peyser: 
17000—Rate Structure Investigation, Part 4 and 4a, rates on refined 


for authority 


petroleum products. 
21080 (Sub. 5)—Gilliam Oil Co. et al. vs. A. T. & S. F. Ry. et al 
21080 (Sub. 6)—Naylor Oil Co. vs. A. T. S. F. Ry. et al. 
16272—Lone Star Gas. Co. vs. A. T. & S. F. 
17441—Transcontinental Oil Co. vs. St. L.-S. F. 
17459—Texhoma Oil & Refini Co. vs. C. R. 1. 4 
17498—Litwood Oil & Supply Co. et al. vs. A. T. & &. 
17678—The Texas Oil Co. vs. H. E. & W. T. Ry. et al. 
18336—Gibson Oil Co. vs. A. W. Ry. et al. 
— __ 1)—Cities Service Oil Co. et al. vs. A. T. & 8. F. 
y. et al. 
18576—Oriental Oil Co. vs. A. T. & S. F. yy. et al. 
ere eaptre Refineries, Inc., vs. A. & L. Ry. et al. 
ot an > ins Refineries, Inc., et al. vs. A. T. & 
. F. Ry. et al. 
19609—-Standard Oil Co. of La. vs. A. T. & 8. F. Ry. et al. 
19928—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
20002—Louisiana Oil Refining Corp. vs. A. & N. R. R. R. et al. 
20245—Transcontinental Oil Co. vs. C. R. L & P. Ry. et al 
20510—Lone Star Gas Co. vs. M.-K.-T. R. R. et al. 
20835—Gulf Refining Co. et al. vs. A. & S. Ry. et al. 
21080 (and Subs. 1 to 4, incl.)—Anderson Oil Co. et al. vs. A. & S. 


Ry. et al. 

21435—Mid-Continent Petroleum Corp. et al. vs. A. V. I. Ry. et al. 

18458—Rates on petroleum and troleum products within the ter- 
ritory on and east of the M —_o- ver, and south of the 
Ohio River and east of the Indiana-Illinois State Line, and from 
points without to ints within said territory. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co., Inc., et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & 8S. Ry. et al. 

18007—Mid-continent Refiners’ Traffic Assn. vs. A. & S. Ry et al. 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—Muscle Shoals Oil Co. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18199—Standard Oil Co. of Ky. vs. A. & V. Ry. et al. 

. 18253—Texas Co. vs. A. & R. R. R. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 

18689—Ohio Valley ———., Co. vs. B. & O. R. R. et al. 

18061 (Sub. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 

18253 (Sub. 1)—Pure Oil Co. et al. vs. A. & R. R. R. et al. 

18253 (Sub. 2)—Gulf Refining Co. et al. vs. A. & R. R. R. et al. 

|. & S. 2936—Petroleum from Chicago, I[l., and St. Louis, Mo., groups 
to Miss. Valley =. 

1. & S. 3012—Petroleum and petroleum products from the southwest 
to the southeast (further hearing). 

21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al 

21690—Marland Refining Co. vs. A. T. & 8. F. Ry. et al 

21756—Illinois Oil Co. vs. A. T. & S. F. Ry. et al. 

21784—White Eagle Oil and Refining Co. vs. A. T. & S. F. Ry. et al. 

February 13—Argument at Washington, D. C.: 

18490—Allied Packers, Inc., et al. vs. A. T. & S. F. Ry. et al. 

20337—-Leonard, Crosset & Riley, Inc., st al. vs. Aransas Harbor 
Terminal Ry. et al. 

20853—-Northwestern Potato Exchange, Inc., et al. vs. A. H. T. Ry. 


et al. 
a= 9 ‘ae Chamber of Commerce et al. vs. A. T. & S. F. Ry. 
et al. 


THE TRAFFIC WORLD 


Vol. XLIQ, Nos 


et al. 
20728—Northwestern Potato Exchange, Inc., et al. y 
et al. V8. A. £8 


February 13—Pittsburgh, Pa.—Public Service Commission of 
* Finance No. 7277—Application Montour R. R. for a certinng: 
public convenience and necessity authorizing (1) construetia® 
operation of a line of railroad from Library to Snowdon: On ang 
the operation under trackage rights over a portion of the wi 
Creek Branch of the Pennsylvania R. R., all in Allegheny ont 
y 


19778—Wichita Chamber of Commerce et al. vs. A. T, @ 8. F ty 


Pa. 


February 14—Argument at Washington, D. C.: 
20553—-Warren Mfg. Co. vs. B. & M. R. R. et al. 
19062—Krupp Foundry Co. vs. Reading Co. et al. 
20542—Nutile Fruit Co. et al. vs. B. & M. R. R. et al. 
20622—Nutile Fruit Co. vs. B. & M. R. R. 

February 15—Austin, Tex.—Railroad Commission of Texas: 

* Finance No. 4823—Application of San Antonio & Aransas Pass p, 

for a modification of certificate issued July 7, 1926. ‘} 


=—_—_—_—_——__————_—_—_——S—Ee =, 
POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: Fj 
sertion, $1 per line; minimum charge $3; succeeding insertio we 
line, 50 cents; 10 words to the line; numbers and abbreviations 
as words; 6 point type; payable in advance. Answers to keyed ai. 
vertisements forwarded free of charge and all correspondence hy 
in strict confidence. THE TRAFFI WORLD, 418 South Market 
Street, Chicago, Ill. 


POSITION WANTED—Traffic manager with valuable contract jp 
railroad, chamber of commerce and automotive circles; thorough 
experienced all traffic problems; executive accustomed to respons. 
bility; account merger available at once. Address G. T. M., car 
Traffic World, Chicago, II. : 


POSITION WANTED—tTransportation executive, now employed, 
desires traffic connection with industrial or commercial organizatigy: 
age 38; married; broad experience claims, rates, etc., and adjust. 
ments before carriers and commissions; familiar rates all territorig: 
Chicago location preferred. Address P. B. A. 170, care Traffic Worl, 
Chicago, Il. 


POSITION WANTED—As traffic manager by successful Chicag 
traffic executive; 21 years’ railroad, industrial and chamber of ¢con- 
merce experience, all phases traffic and practice before Commissions 
Address M. S. T. 172, care Traffic World, Chicago, Il. 


PRINTED TRAFFIC FORMS at a saving of one-half or mor. 
We print in large quantities and carry in stock for immediate ship. 
ment. Forty standard styles of traffic forms, foreign invoices ani 
bills of lading. Price list and samples free upon request. Trafic 
Forms Company, Janesville, Wis. 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from J. C. C. BLDG. 
BREAN 1727 Penna. Avenue N, W. 


Chicago's end Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 
PeoL CAR DISTRIBUTION 


2000 Carload 
Capacity 


Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


NEW ORLEANS 


In the heart of the Commercial District 
we have a distributing depot for package freight, op- 
erated for the particular service of the traffic manager 
by a specialized organization that will handle orders as 
promptly and efficiently as your own shipping department. 
The most centrally located warehouse in the city 


COMMERCIAL WAREHOUSES zw ibel 


2011 


HAMMOND, IND. 


In the Chicago Switching District 





